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Otis Inclined Elevator at the Pere 
Marquette Railroad Terminal, Third 
and Congress Sts., Detroit, “Mich. 


The Outlay for an Inclined Elevator is Small 
~The Resultant Savings Immediate and Sure 


We ask the privilege of showing you, with facts and figures 
based on operating installations, what Otis Inclined Elevators 
can and do save in the movement of package freight from 
lower to upper levels at dock, terminal or warehouse. 


Remember that the amount spent for these elevators i is little— 
but that the savings are big. 


Include this in your TODAY’S mail—a request 
for the Otis Inclined Elevator Booklet to the 


OTIS ELEVATOR COMPANY 
Eleventh Ave. and Twenty-sixth St., NEW YORK 
600 West Jackson Boulevard, CHICAGO 


“Offices in All Principal Cities of the World 








THE TRAFFIC WORLD 


Leading Commercial and Traffic 


The National Industrial. Traffic League. 


Object—The object of this league is to 
interchange ideas concerning traffic mat- 
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PACKAGE EFFICIENCY 


Make your goods help sell themselves by packing them in containers that will 
deliver them in the same perfect condition that they leave your factory. 
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your packing troubles. 
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“It Is To Your Interest, Mr. Jones” 


“It’s to your own interest to use the Express more.” That is 
how the Wells Fargo man talks to his shipper friends. That is the 
scientific, logical, effective way of selling service. He does not say: 

“Don’t you think you ought to give the Express its share of 
your traffic?” or, “It’s only fair, Mr. Jones, to ship at least part of 
your goods via Express.” 

He knows this sort of thing doesn’t influence the mind of the 
shipper. Solicitation that doesn’t directly apply the Express to 
Jones’ own business interests will not impress him. 

But Mr. Wells Fargo Man tells him that it is to Ais own interest 
to use the Express more—and gives him some of the reasons why. 
‘“‘We don’t carry shipments just any old way, Mr. Jones—we 
make a regular, thorough business of transporting your goods. 


“We come and take your packages from your door. 


Wie 


Hh Zt we sO ees OC 


“We give you a receipt for each one, and that re- 
ceipt means something. It means that your 
package is insured for its value, up to $50.00, 
without any extra cost. 


“And most important of all, Mr. Jones, the men 
that handle your shipments are thinking, in- 
terested men. We've got a good many thou- 
sand of them. That’s why Express service is 
personal and speedy, and not machine-like and 
slow.” 


“Think it over, Mr. Jones—you’re paying out money for trans- 
portation service. Are you getting the best quality? A lot of 


other firms are beginning to use the Express more than they used 
to—they find it to their own interest to do so.” 
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Wells Fargo Company Express 
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PANAMA CANAL COMPETITION 








The recurring argument used by newspapers, and 
also by others who should think deeper and know 
better, who are opposed to granting the railroads 
permission to make transcontinental freight rates 
low enough to compete with steamship service 
through the Panama canal, without at the same time 
making corresponding reductions to intermediate 
points, is that the people along the transcontinental 
lines at these intermediate points will not get bene- 
fits from the canal equal to those received by the 
coast points, though the people at intermediate sta- 
tions share in the burden of taxation for the con- 
struction of the canal. This might be a good argu- 
ment if those who use it would show how the peo- 
ple at these intermediate points would be benefited 
by a refusal to grant the railroads what they ask, 
or how they are benefited by low water rates with- 
out the coast-to-coast rail competition which they 
would prevent. The argument belongs to the dog 
in the manger. The only thing that can be said in 
excuse for it is that those who make it do not think 
far enough. It looks unfair to them. on the surface, 
that the long haul rate should be reduced without 
corresponding reductions on the intermediate short 
hauls and they stop at that, without trying to rea- 
son out how they can be harmed by letting some- 
body else have something they cannot have and 
without realizing that they cannot be benefited by 
a refusal to give the other fellow what he asks and 
is entitled to. It is a fact, of course, that the low- 
ering of these transcontinental rates will, generally 
speaking, benefit the coast points and profit the 
railroads, and that it will be of no service to the 
interior, but what of it? We would say to the in- 
terests at intermediate points: “Get reductions if 
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you can—that is your privilege. Make the rail- 
roads show that your rates are reasonable in them- 
selves. But don’t growl if someone else gets some- 
thing you cannot have but which makes you no 
worse off than you were before.” 


CREATIVE TRAFFIC DEVELOPMENT. 





There are proofs on every hand that the rail- 
roads are more and more endeavoring to increase 
the volume of their freight traffic by creative 
methods and that their efforts are bringing re- 
sults. For instance, the Penneylvania has just 
announced that, as a further aid in the efficient 
distribution and marketing of farm products, it 
is about to issue a new and enlarged edition of 
its directory of fruit, vegetable and produce 
growers and shippers. The first edition was is- 
sued in 1912, and the supply has been exhausted. 
The new edition will contain the names of more 
than 10,000 farmers, truckmen and orchardists in 
New York, New Jersey, Pennsylvania, Delaware, 
Maryland and Virginia. The territory covered 
is that traversed by the lines of the Pennsylvania 
Railroad, the Philadelphia, Baltimore & Washing- 
ton Railroad, the West Jersey & Seashore Rail- 
road and the New York, ‘Philadelphia & Norfolk 
Railroad. 

A feature of the new edition of the directory 
will be the classification of each grower accord- 
ing to the principal character of his produce. 
Six classifications will be used—apples, white 
potatoes, sweet potatoes, cabbages, onions and 
general produce. 

It is planned to give the revised directory a 
wide distribution among dealers in farm produce 
in all consuming centers and throughout the great 
markets for fruits and vegetables accessible from 
the regions in which the listed growers are lo- 
cated. The purpose of the company in compil- 
ing and issuing the enlarged directory is to help 
build up agriculture along its lines, encourage 
closer contact between consumer and_ producer, 
and broaden the markets in which the farmer 
can sell. 

From another source we learn that the Lehigh 
Valley, in endeavoring to bring farmers, dealers 
and commission merchants into closer relations 
with each other, has just issued a directory of 
farm products grown along its lines. It will be 
sent to the markets in New York, Philadelphia, 
Boston and far western cities, as well as to the 
farmers and merchants themselves, and is so ar- 
ranged that the names of those dealing in a cer- 
tain product are listed under that head. The 
management of the railroad believes this directory 
will be the means of increasing the general pros- 








606 THE TRAFFIC WORLD 


perity of the towns on its lines by opening new 
markets for their products. 

In the Wells-Fargo Messenger we read the 
following: 

“Last year Industrial Agent Troja moved a 
few cases of cherries from Moline, Ill., to the 
entire satisfaction of growers, who had never 
previously attempted to ship before. He followed 
that business up again this year, and at a late 
date had compelled the movement of about 2,000 
crates from Moline, Ill., direct to points in the 
Dakotas, Minnesota, Iowa and some few to Wis- 
consin. Incidentally, the farmers this year se- 
cured about 40 cents more per crate than they 
had ever received before.” 

And again in the same publication we _ read 
this: 

“A grower at Manzanola, Colo., known as the 
‘father of the gooseberry industry,’ had 40 acres 
of gooseberries nearly ripe and had not been able 
to find a market for them. He was, in fact, dis- 
couraged to the point of quitting, when Indus- 
trial Agent Glimpse paid a visit to him. Like a 
good doctor, Mr. Glimpse diagnosed the case and 
prescribed a cure. That was to use Wells-Fargo 
service. 

“The industrial agent sent our form 549 on 
gooseberries to our agents in Kansas, calling their 
attention to the crop maturing at Manzanola and 
directing them to advise local dealers and secure 
as many orders as possible. He visited several 
other near-by towns and found that the same 
conditions prevailed. Quotations were sent from 
those offices to agents in other districts. 


“The result of this little campaign was soon 
forthcoming. The Manzanola grower disposed 
of his entire crop at good prices, while the pro- 
ducers in that section disposed of 10,000 crates 
containing 24 quarts each and received in all 
about $12,500 for their output. Beside Manzanola, 
some of the principal gooseberry shipping points 
in Colorado included Rocky Ford, Olney Springs, 
Ordway and Sugar City.” 

Examples of this sort of thing might be multi- 
plied. It is well done. And still the carriers do 
not see their full opportunity, which is the actual 
providing of a market place, or the helping of 
others to establish a market place, where pro- 
ducer and consumer may be brought together. 
The following, taken from an exchange, illus- 
trates what we mean: 

“The New York state department of foods and 
markets will conduct a public auction in New 
York City for the fruit products of the state. 
There will be daily auctions in the salesrooms of 
the so-called Fruit Auction Co., and at railroad 
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terminals, beginning about September 1, and ap- 
ples and pears, and probably peaches, will be 
offered to local retail dealers at prices fixed en- 
tirely by bidding. This department of the city 
government was organized this year, and it hopes 
to bring producers and consumers closer together 
for mutual benefit.” 

Of course, it is the New York department of 
foods, and not a railroad, that is doing this, but 
it will be noted that the railroad terminals are 
mentioned among the places where the sales 
will be conducted. This may not be the first 
time this sort of thing has happened, but it is 
the first time we have ever heard of it, and it is 
fair to say that if it has happened before it has 
been on rare occasions, and it is at least not a 
custom. We do not know the conditions that 
led up to this New York movement for public 
auctions of fruit, using the railroad terminals as 
salesrooms, nor do we know the motives of the 
railroads in permitting this use. But the inci- 
dent shows that such use is practicable. There 
is no doubt but that with such market places at 
their disposal, a willingness to develop trade to 
be transacted there and an efficient organization 
for that purpose, there might be a remarkably 
large increase in freight traffic, not only in fruit, 
but in vegetables, and possibly in other com- 
modities. The prospect at least furnishes food 
for thought. ) 


LAKE CARGO COAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Asserting that the situation in the Pittsburgh and 
the eastern Ohio coal districts is such as to warrant 
the Commission taking action on the proposal of the 
railroads, made some time ago, that it should fix the 
relation of rates on lake cargo coal,-a committee com- 
posed of Presidents Willard of the B. & O., Johnson of 
the Norfolk & Western and Stevens of the C. & O., 
and Vice-President Daily of the New York Central, ac- 
companied by coal traffic officials, called Tuesday after- 
noon and urged Commissioners Clements and Clark to 
bring the subject to the attention of their colleagues 
without delay. 

The idea at the Commission’s office is that this 
second call was made by the presidents with a view to 
impressing on the Commission that, in their opinion, 
the subject is of vast importance. Another idea is that 
it was intended to convey the impression that there is 
danger of a disastrous rate war if the Commission does 
not act. 

Commissioners Clements and Clark said that in due 
time the Commission would act on the informal applica- 
tion presented & day or two after the first call. The 
Commissioners are inclined to hold that the carriers 
have the power to fix the relationship of rates, and 
that they should do it rather than ask the Commission 
to do something not exactly in line with its legal re- 
sponsibility. 
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CURRENT TOPICS IN WASHINGTON 


Lake Coal and Transcontinental 
Rates.—If the Commission had the 
power to prescribe minimum rates, it 
would be easy for it to dispose of two 
important matters that came before 
it this week. They are the request 
that the Commission arbitrate in the 
matter of lake cargo coal rates and 
the application of the Southern and 
Atchison for permission to make a 
rate of 40 cents on sugar, wheat, oats 
and rice from Pacific terminals to the Atlantic seaboard 
via Galveston. The fact that the Commission has no such 
power was forcibly brought to the attention of all con- 
cerned in the two matters. If the Commission allows the 
railroads to reduce rates as requested, it may be opening 
a Pandora’s box. It has no control over the rates of 
steamship lines. They are free to cut the rate within a 
minute after the Commission allows the transcontinental 
railroads to put into effect what they desire. If the Com- 
mission allows the cut proposed by the railroads, there is 
an idea it must allow them to meet any reduction the 
steamship lines hereafter may make until it can show that 
the rates will not pay out of pocket cost or until it can 
show the low rates proposed will result in undue discrimi- 
nation. Then, after it refuses to make fourth section or- 
ders allowing further departures from the strict long-and- 
short-haul rule, the railroads still have the right to reduce 
the rates between terminals by bringing down the inter- 
mediate rates. In fact. there is no end in sight if the 
railroads and the steamship companies decide that they 
must compete by slashing rates. Advocates of the com- 
petitive system might regard a rate war as a beneficent 
thing, but it is a certainty that the Commissioners long 
ago came to the conclusion that competition of that kind 
should not be encouraged. 





Lake Cargo Coal Situation.—It is competition unre- 
strained, with respect to lake cargo coal, that caused the 
distress the railroad men and coal operators told the Com- 
mission exists among the miners in the Ohio coal fields 
and the prospect of bankruptcy that fronts the operators 
in the Pittsburgh field. When the Commission cut 10 
cents off the rate on such coal from the Pittsburgh field, 
the railroads serving Maryland mines likewise cut off 
10 cents. These reductions may have resulted in benefit 
to the larger consumers of coal in the upper lake region, 
but the benefit was at the expense of the miners and oper- 
ators in Ohio and Pennsylvania. Incidentally the owners 
of the railroads also contributed to the benefits resulting 
to the large consumers before mentioned. Now the re- 
quest of the railroads and operators who called on Com- 
missioners Clements and Clark, in effect, is to save them 
from further competition by saying what would be a just 
and equitable relation between the rates from the different 
fields, to the end that all might get some of the market for 
which all are striving. But if the Commissioners pre- 
scribed the relationship, the agreement could be broken 
within an hour after it was put into effect, without penalty 
upon anybody. The fact is also pointed out that if the 
Commission did prescribe the relationship it would still 
be possible for the attorney-general to file suit against 
those who took part in the conferences for violation of 
the anti-trust laws. The Commissioners themselves might 
be called to account for participating in the formulation 





THE TRAFFIC WORLD 607 





of an agreement to reduce competition and therefore to 
restrain trade, under the terms of either the Sherman 
or the Clayton law. It is further suggested that if the 
Commissioners prescribed the relationship, such action 
might be cited against them as equivalent to an approval 
by them of the rates as being just and reasonable, against 
the interests of possible future complainants. So far as 
known, none of the roads serving the Ohio or Pennsyl- 
vania fields is willing to say its rates are too high. It 
follows, therefore, that if the Commission arbitrates, it 
must say the rates from the other fields are not high 
enough, all of which would create a rumpus in the other 
fields. 





Water Competitive Rates.—Apparently the Southern 
Pacific and the Atchison are not afraid of that part of 
the act of 1910 which says that when a rate has been 
reduced to meet .water: competition it may not be re- 
stored except upon a showing of a change in conditions 
other than the disappearance of the water line competi- 
tion. Nobody mentioned that part of the law in any 
of the hearings thus far held on the application of the 
two rail carriers, but those who know Fred H. Wood, 
their attorney, have no doubt but that he has given 
advice to his clients on that point. The exact point 
has never come up in a case before the Commission, but 
it probably will in the course of time. The Commis- 
sion itself has favored the restoration of rates that 
were depressed to an abnormally low point by competi- 
tion that took place before the act was amended in 
1910. In the southeastern coal rate case, recently de- 
cided, the Commission allawed the carriers to raise 
rates to many points in the Mississippi Valley so as to 
avoid fourth section violations, and, if possible, to in- 
crease their revenues. It has frowned on the retention 
of so-called water competitive rates after the competi- 
tion has disappeared, treating them, in many instances, 
as evidences of a desire to give an undue preference 
to the community having them. But it will have to take 
a different attitude when the Southern Pacific and Atchi- 
son desire, if ever, to restore rates they have already 
reduced to meet canal competition. 





Disastrous Rate Wars.—This forcing into view the 
effects of unrestrained ‘competition brings to mind the 
fact that the present generation of shippers living in 
Central Freight Association territory is now paying part 
of the cost of disastrous rate wars in that part of the 
country. The preceding generation got the benefit. The 
low scale of rates in that territory, according to frag- 
mentary testimony placed in the record in the Five Per 
Cent case, resulted from the action of the Pennsylvania 
and the New York Central. As the story comes back to 
the mind, certain Central Freight Association lines in- 
sisted on cutting rates until the two big systems de- 
cided to make cuts, which, as they said, would make it 
impossible for some of the Central Freight Association 
lines to live. The troublous financial careers of a num- 
ber of Central Freight Association lines, it is suggested, 
testify to. the effectiveness of the work of the two trunk 
lines. The testimony in the Five Per Cent case is that 
the exclusively Central Freight Association lines, in con- 
sequence, have been in a state of bankruptcy ever since, 
except during the periods of great prosperity. A. E. H. 





At the request of the complainant the petition has 
been dismissed in 7961, M. Longo Fruit Co. vs. Atlantic 
Coast Line R. R. Co., et al. 
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Decisions of Interstate Commerce Commission 


COAL STORAGE AND DEMURRAGE 


CASE NO. 5905 (36 I. C. C.5 140-142) 


PLYMOUTH COAL CO. VS. LEHIGH VALLEY RAIIL- 
ROAD CO. 
Submitted March 6, 1915. Decided July 30, 1915. 

1, Carrier Under No Obligation to Furnish Storage Bins.—De- 
fendant has justified its refusal to continue to furnish stor- 
age bins at Perth Amboy, N. J., for the free storage of an- 
thracite coal. 

2. Demurrage Regulations Reasonable.—Defendant’s demurrage 
regulations governing anthracite coal awaiting transship- 
ment at tidewater at Perth Amboy found reasonable. 





R. D. Jenks and W. A. Glasgow, Jr., for complainant; E. H. 
Boles and S. C. Platt for defendant. 


HALL, Commissioner: 


Complainant is a corporation engaged in mining and 
selling anthracite coal. One of its mines is on defendant’s 
line at Luzerne, in the Wyoming coal region of Pennsyl- 
vania. By complaint, filed June 27, 1913, it attacks as 
unreasonable and unjustly discriminatory defendant’s de- 
murrage and storage regulations applicable to anthracite 
coal awaiting transshipment at tidewater at Perth Amboy, 
N. J. Reparation is asked. 


For more than 25 years prior to June 1, 1913, de- 
fendant’s tariffs provided that cars containing anthracite 
coal forwarded to Perth Amboy for transshipment by boat 
and held at that port would not be subject to car-service 
charges. It was further provided that limited free stor- 
age at Perth Amboy was available to shippers and that 
space there would be allotted to them on the basis of the 
tonnage for the previous year of their respective ship- 
ments over the piers. Such free storage was limited in 
_time to two years. After the expiration of that time a 
charge of 15 cents per gross ton per wonth or fraction 
thereof was assessed. 


Effective June 1, 1913, defendant filed tariffs canceling 
the provisions outlined above and providing, first, that the 
privilege of storing coal in bins at Perth Amboy had 
been withdrawn and that anthracite coal which was un- 
loaded by defendant for the purpose of releasing needed 
car equipment would be subject to storage charge in ihe 
same amount as would have accrued under its car de- 
murrage rules and regulations; and, second,, that cars 
containing anthracite coal consigned to and held at Perth 
Amboy and various other points for transshipment by water 
would be subject to demurrage at the rate of $1 per car 
per day, computed on the average plan, allowing .an av- 
erage detention of five days per car free of charge. 

Complainant’s position is that it is the duty of de- 
fendant to continue to maintain and furnish storage facili- 
ties at tidewater; that the demurrage regulations involved 
are unjust and unreasonable; and that the imposition of 
any storage or demurrage charges at Perth Amboy is 
unreasonable as long as the rates in effect prior to June 
1, 1913, remain in effect, for the reason that such rates 
included free storage at tidewater. It insists that there 
is a commercial necessity for free storage of anthracite 
coal at tidewater. 

Under the tariffs in effect prior to June 1, 1913, ship- 
pers often delivered coal to the defendant to be transported 
to Perth Amboy for transshipment before a market for 
the coal had béen obtained. Owing to the limited capacity 


of the bins at that point a considerable quantity of coal 
awaiting disposition by the shippers was held in Cars. 
The evidence clearly shows that this practice of permit- 
ting storage in cars substantially impaired the defendant’s 
ability to meet the transportation needs of the shippers 
upon its line. Evidence introduced by defendant shows 
that it became necessary to use for traffic in general, in- 
cluding anthracite coal, the space at Perth Amboy formerly 
occupied by storage bins for anthracite coal alone. 


Upon the record we hold that defendant has justified 
its refusal to continue to furnish storage bins at Perth 
Amboy for the free storage of anthracite coal. 


This case, as developed in the record, is in many re- 
spects similar to Plymouth Coal Co. vs. D., L. & W. R. R. 
Co., ante, page 76. In that case, after quoting from the 
report in Peale, Peacock & Kerr vs. C. R. R. Co. of N. J., 
18 I. C. C., 25 (The Traffic World, March 26, 1910, p. 370), 
we said: 

Defendant’s facilities for transferring coal to vessels at tide- 
water are modern and more than adequate to meet any de- 
mands thus far made upon them. The free storage is purely a 
commercial convenience and not a transportation necessity. 
Upon this record, and in accordance with the cases cited, we 
conclude that the demurrage regulations in issue are reason- 
able. 


Defendant’s present demurrage regulations differ in some 
particulars from those effective June 1, 1913. At the 
hearings specific objections were made to the tariff basis 
for computation of charges, under which shippers might 
not in all cases secure a detention of five days per car 
free of charge; the requirement that the entire cargo of 
coal to be unloaded into a particular vessel must have 
arrived at the transshipment point and must have been 
ordered by shipper or consignee for unloading before any 
car containing a part of such cargo would be considered 
as finally released; and the failure of the tariff to provide 
for the substitution of cars containing the same grade 
or size of coal for those which through the fault of the 
carrier were not released in the order of their arrival. 
Tariffs subsequently filed, and now in effect, have cured 
the defects to which these objections were addressed. 
Upon the record we conclude that the present demurrage 
regulations in issue are reasonable. 


Since the record in this case was closed just and rea- 
sonable rates have been prescribed for the transportation 
of anthracite coal over defendant’s line from the Wyoming 
coal region to Perth Amboy for transshipment. Rates for 
Transportation of Anthracite Coal, 35 I. C. C., 220 (The 
Traffic World, Aug. 21, 1915, p. 436). As was said in 
Plymouth Coal Co. vs. D., L. & W. R. R. Co., supra: 

It follows that the use of the demurrage charges here found 
reasonable in connection with such reasonable rates will result 
in just and reasonable charges to complainant. 

Complainant alleged that “the withdrawal of the pres- 
ent storage privileges will necessarily and inevitably result 
in unjust discrimination against them and in favor of 
Lehigh Valley Coal Sales Co.,” to which defendant has 
leased its coal-storage plant at South Plainfield, N. J. 
The record affords no basis for a finding upon this point. 
For the views of the Commission on this subject in gen- 
eral, reference may be had to its report in the Anthracite 
Coal Case, supra, at page 237. 


There is no basis for award of reparation. 
An order will issue dismissing the complaint. 


sar | 


Awe aA dD O 


—~ an we ieee ote oe ak a ee 








oal 
a's. 
nit- 
it’s 
ers 
Ws 
in- 
rly 


ied 
rth 


re- 
he 


)), 


le- 
le- 


ve 
n- 


1e 
1e 
is 
it 
ur 


we me O00 4B Om 


a ee | 


September 11, 1915 


MUST RESUME JOINT RATES 


—_———- 


CASE NO. 6900. (36 I. C. C., 146-150) 
EAST JERSEY RAILROD & TERMINAL CO, VS. CEN- 
TRAL RAILROAD CO. OF NEW JERSEY ET AL. 

CASE NO. 6900 (Sub-No.1). 

SOUTHERN COTTON OIL CO. VS. EAST JERSEY RAIL- 

ROAD & TERMINAL CO. ET AL. 
Submitted Jan. 9, 1915. Decided July 30, 1915. 

Trunk Lines Must Resume Relations With Industrial Line.— 
Upon complaints alleging that certain carriers whose lines 
extend in various directions from New York harbor, or form 
parts of through routes leading therefrom, which prior to 
April, 1914, participated with the East Jersey Railroad & 
Terminal Co. in the publication of joint rates between 
various points and New York, N. Y., including points in 
New York harbor within the established lighterage limits, 
had withdrawn from such joint rates with the terminal 
company, thereby leaving in effect rates for through ship- 
ments over the route of the terminal company that were 
“unjust and unfair, unduly burdensome, discriminatory and 
unlawful.’’ Held: 

1. Prima Facie Case of Unjust Discrimination Made.—That a 
prima facie case has been made of unjust discrimination 
against the terminal company and shippers on its line. 

. Trunk Lines Have Not Justified Advances.—That defendants 
have failed to sustain the burden of proof imposed upon 
them by law to show that the resulting increased rates are 
just and reasonable. 

3. Reparation Awarded to Complaining Shippers.—That repara- 
tion be awarded to complainant in No. 6900 (Sub. No. 1). 


bo 


Eugene Mackey for East Jersey Railroad & Terminal Co.; 
Oudin, Kilbreth & Schackno for Southern Cotton Oil Co.; J. E. 
Revnolds for Central Railroad Co. of New Jersey and other 
defendants, 


HALL, Commissioner: 

The East Jersey Railroad & Terminal Co., hereinafter 
referred to as the terminal company, is a corporation op- 
erating a short standard gauge railroad extending from 
a junction with the Central Railroad of New Jersey at 
Central avenue, Bayonne, N. J., south to a pier on the 
Kill von Kull, a waterway connecting Newark Bay and 
New York Harbor; and, in conjunction therewith, a fleet 
of tugs and barges in New York Habor. It has no passen- 
ger service. The Southern Cotton Oil Co., hereinafter 
termed the complainant, is a corporation operating indus- 
trial mills and refineries at various points throughout the 
country, principally in the Southern States. It has a plant 
at Bayonne on the line of the terminal company at which 
it is engaged in refining cottonseed oil and manufacturing 
lard, salad oils, and cooking oils. The Edible Products 
Co. is a subsidiary of the complainant and also has a 
plant on the line of the terminal company. Together these 
two shippers contribute about one-third of the rail revenue 


.of the terminal company. 


Defendants in the first complaint, Docket No. 6900, 
are the Central Railroad Co. of New Jersey and 101 other 
earriers whose lines extend in various directions from 
New York Harbor or form parts of through routes leading 
therefrom. In the second complaint, No. 6900 (Sub-No. 1), 
defendants are the terminal company and 41 other car- 
riers operating principally to the south and west of New 
York, many of them defendants in the original complaint. 

For a number of years prior to April, 1914, defendants 
in these proceedings participated with the terminal com- 
pany in the publication of tariffs carrying joint rates be- 
tween various points and New York, N. Y., including 
points in New York Harbor within the established light- 
erage limits. Joint rates to New York, which are gen- 
erally the same as to Bayonne, included lighterage to 
points in New York Harbor within the lighterage limits or 
on board vessels for export. Under those tariffs certain 
transit services were available to industries at Bayonne, 
N. J., on the line of the terminal company. For example, 
the complainant could refine at Bayonne cottonseed oil 
shipped from points in the south and have the refined oil 
delivered at New York City, or other points in New York 
Harbor, or on board vessels in New York Harbor for 
export, paying therefor the joint rates from point of origin 
to New York. Transit at Bayonne was likewise accorded 
on materials for the manufacture of barrels. 

Defendants, except the terminal company, filed to be- 
come effective at different times during April, 1914, certain 
tariffs, in which that company was not permitted to join. 
Since the effective dates of those tariffs, shipments mov- 
ing over the lines of the other defendants and the rails 
and lighters of the terminal company to points in New 
York Harbor, or to vessels in that harbor for export, have 
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been assessed the terminal company’s local rail rate of 
1 cent per 100 pounds and its lighterage charge of 3 cents 
per 100 pounds in addition to the rate to Bayonne. 

The substance of the two complaints is that both the 
terminal company and the complainant wish to have the 
joint rates restored, including transit and lighterage serv- 
ice, and attack the new rates and tariffs as “unjust and 
unfair, unduly burdensome, discriminatory, and unlawful.” 
Both ask reparation. 

Defendants, other than the terminal company, offered 
no evidence and filed no briefs. The Central Railroad Co. 
of New Jersey was represented at the hearing by counsel, 
who stated that he would also care for the interests of all 
defendants other than the terminal company. 

Much of the record was devoted to evidence concern- 


‘ing the corporate relations of the terminal company and 


the various industries served by it. For the purposes of 
this report it is unnecessary to consider this feature of 
the case. It clearly appears that complainant has no in- 
terest in the terminal company, direct or indirect. It was 
testified that the terminal company is a common carrier, 
both as to its rail line and its lighterage service, and 
that it has been so treated since its organization in 1901. 
No evidence to the contrary was offered. 

Under the joint rates formerly in effect the terminal 
company received a division of 3 cents per 100 pounds on 
freight for delivery at points in New York Harbor or on 
board vessels in the harbor for export. This covered 
the rail transportation by the terminal company for an 
average distance of about one-half mile, and its lighterage 
service for an average of about 6 miles. On shipments 
for local Bayonne delivery on its line the terminal com- 
pany received the following divisions per 100 pounds on 
the first six classes: 


I erik ardent e's sie ha 1 2 3 4 5 6 
CN 4 Se eee eig ced - 2 2 1 1 % %4 


The greater part of its revenues is derived from 
freight moving over both rail line and lighters. The record 
shows that its compensation is less, distance considered, 
than that received for similar service by various dock com- 
panies around New York Harbor. An additional charge is 
made by it for any switching movements. 

The complainant makes, and has made, shipments in 
considerable volume over the rail line and lighters of the 
terminal company. From points where the joint rates 
were formerly in effect over the terminal company’s rails 
and lighters it is now paying 4 cents per 100 pounds more 
than it did prior to April, 1914. Two of its competitors, 
served by some of the defendants herein, are the Amer- 
ican Oil Co., located at Guttenburg, N. J., and the Procter 
& Gamble Co., at Port Ivory, Staten Island, N. Y., whose 
rates to New York were formerly the same as complain- 
ant’s and were not increased. These competitors are en- 
gaged in the same general business and sell in practically 
the same markets as complainant. They are within the 
established New York lighterage limits and pay New York 
rates. In competition with them complainant is now at 
a disadvantage of 4 cents per 100 pounds where prior to 
April, 1914, it was on an equality. As complainant must 
buy material at the market price and sell its products at 
the market price, the additional freight charge of 4 cents 
per 100 pounds has been absorbed by it and has diminished 
its profits to that extent. 

The terminal company and complainant have made 
out a prima facie case of unjust discrimination against 
the former and shippers on its line. Under the statute 
the burden of proof to show that the increased rates are 
just and reasonable rests upon the common carrier. In 
Rates on Hay to Chicago, 34 I. C. C., 150, 152 (The Traffic 
World, June 12, 1915, p. 1278), the Commission said: 

The burden of proof of the reasonableness of rates increased 
after Jan. 1, 1910, is upon the carriers, both as to the total or 
through charges and the separately established or separately 
stated charges which made up the total. (People’s Fuel and 
Supply Co. vs. G. T. W. Ry. Co., 27 I. C. C., 24: Newport Min- 
ing Co. case, 33 I. C. C., 645.) And it is as much an increase of 
rate to give less service for the same amount as to charge a 
greater amount for the same service. (Washington, D. C., 
Store-Door Delivery, 27 I. C. C., 347; Transit Regulations on 
Grain and Dried Beans, 32 I. C. C., 38.) 

The Commission passed upon a situation somewhat 
similar from a legal standpoint to that here involved in 
Rates in Chicago Switching District, 34 I. C. C., 234 (The 
Traffic World, June 19, 1915, p. 1342). It there said, page 
242: 

For each rate, a carrier offers and obligates itself to per- 
form a certain amount of service. If the service so offered and 
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for a long time performed in consideration of that rate includes 
taking the property transported from a given point and deliv- 
ering it at a given point, the delivery at that point is in no 
sense a ‘‘free service.’’ The carrier may increase the rate or 
it may curtail the service performed for that rate, but if such 
action is challenged it must bear the burden of showing that 
the new rate or service is reasonable and free from unjust dis- 
erimination., 

In this proceeding defendants have failed to sustain 
the burden of proof imposed upon them by law. The joint 
through rates which the terminal company and complain- 
ant seek to have restored had been in effect without sub- 
stantial change for five years or more. 

We therefore conclude that the present rates of de- 
fendants, including the terminal company, for the trans- 
portation of property in interstate or foreign commerce to 
New York, including points upon New York, Harbor 
within the established lighterage limits and on board 
vessels in New York Harbor for export, which have re- 
placed joint rates in which the terminal company formerly 
participated, are unreasonable and unjustly discriminatory 
to the extent that they exceed such joint rates in effect 
March 31, 1914. 

Defendants should at once restore joint rates in con- 
junction with the terminal company, not in excess of those 
in effect March 31, 1914, including lighterage and transit; 
and as no justification of the cancellation of the latter and 
of the resulting increased through rates was offered, it is 
assumed that this will be done without the issuance of 
an order. If not done within 60 days from the date of 
service hereof the matter may be brought to our attention 
for appropriate action. 

At the hearing the terminal company made no effort 
to press its claim for reparation. Indeed, it is not clear 
upon what theory it could be awarded reparation. Man- 
ufacturers Railway Co. vs. St. L., I. M. & S. Ry. Co., 28 
I. C. C., 93, 107 (The Traffic World, Aug. 9, 1913, p. 301). 

Complainant has made a prima facie showing of 
damage sustained on shipments moving over the lines 
of defendants in No. 6900 (Sub-No. 1) to New York, in- 
cluding points in New York Harbor within the established 
lighterage limits and delivery on board vessels in New 
York Harbor for export, to the extent that complainant 
paid and bore charges in excess of those that would have 
accrued under the joint rate in effect prior to April 1, 
1914; and it is entitled to reparation on such shipments. 

At the hearing it was stipulated that the record should 
be held open to determine the amount of reparation to be 
awarded. Accordingly the case will be set for further 
hearing on this question upon request of complainant. 

By the Commission. 


THE ANTHRACITE POSTPONEMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Postponement of the effective date of the order in 
the anthracite case from October 1 to December 1, ordered 
by the Commission on September 3, has created the im- 
pression that the railroads are intending to check in the 
lower rates. That, however, is nothing more than an 
impression. They have not definitely told the Commis- 
sion other than that it will take that long to prepare 
their tariffs in accordance with the terms of the order. 


Compliance with the order, without resistance, will 
cause some surprise among those who followed the case. 
The carriers, in the argument, clearly intimated that if 
the Commission ordered reductions in accordance with 
the central idea in the Meeker case, some of the weaker 
anthracite roads would be forced into the hands of re- 
ceivers. The reductions ordered are about in line with 
those decreed in the Meeker case. 


On the basis of the Meeker decision, according to 
estimates used by Walker D. Hines in his oral argument, 
the Delaware & Hudson will lose $836,000; the Erie, 
$1,175,000; the New Jersey Central, $856,000; the Lehigh, 
$1,484,000; the Lackawanna, $1,252,000; the Ontario & 
Western, $395,000; the Pennsylvania, $926,000; the Read- 
ing, $1,135,000, and the Susquehanna & Western, $130,900. 
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That makes a total of $8,179,000. But at the time 


‘the argument was made the Commission had granted the 


five per cent advance, and it was estimated that the 
carriers would receive benefits from that decision amount- 
ing to $7,456,000, so that the net loss to the roads as an 
aggregate would be less than three-fourths of a million. 
But, inasmuch as $4,000,000 of that gain by reason of 
the five per cent decision will accrue to the Pennsyl- 
vania, for the purpose of getting at the conditions result- 
ing to the anthracite roads, it has been proposed that that 
road be eliminated. That would take $926,000 from the 
losses caused by the hard coal decision and also $4.000,000 
gain by reason of the five per cent order. 

With those eliminations made, the account would 
stand—$7,253,000 loss by reason of the hard coal deci- 
sion and $3,456,000 addition by reason of the Five Per Cent 
case, leaving a net loss to what may be called the real 
hard coal roads of $3,797,000. If it be argued that the 
Erie is not really a hard coal road, and that carrier 
be eliminated, the net loss is reduced by only $82,000, 
leaving it $3,715,000. 

All the figures are based on the volume of business 
done during the fiscal years ended with June 30, 1914, and 
June 30, 1915. Based on the exceptionally good year 
ended with June 30, 1913, the losses and gains would be 
represented by larger totals. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. ( 





There was decided improvement in the volume of 
business done by the carriers in the eastern district in 
July and some improvement in the western. The south- 
ern, however, was still lagging behind July of 1914. By 
reason of the improvement in the East and West the 
figures for the country as a whole were better than for 
the month preceding the beginning of the European war. 


These are the outstanding facts in the summary of 
revenues and expenses of carriers issued by the Com- 
mission September 8. It covers 159 roads, with a mile- 
age of 204,751. That is so near the total mileage that 
the results shown by it may be taken as indicating what 
will be the fact when the report is complete for the 
month. 


The operating revenues for the country as a whole 
rose from $227,395,000 to $229,742,000. The expenses 
were reduced from $158,166,000 to $152,154,000 causing a 
leap in the net operating revenue from $69,218,000 to 
$77,598,000 or from $340 to $379 per mile of road oper- 
ated. 

In the eastern district the operating revenue rose 
from $93,110,000 to $96,712,000, while expenses were cut 
from $65,639,000 to $63,452,000, so that the net vaulted 
from $27,471,000 to $33,260,000, or from $588 to $710 per 
mile. 

In the southern district the operating revenue fell 
from $35,318,000 to $34,011,000. But owing to a reduc- 
tion in expenses from $26,592,000 to $24,289,000, the net 
rose from $8,726,000 to $9,721,000, or from $225 to $249 
per mile. 

In the western district the operating revenue went 
up from $98,956,000 to $99,018,000, while the expenses 
were lowered from $65,935,000 to $64,412,000. That 
caused the net to rise from $33,020,000 to $34,606,000, or 
from $230 to $291 per mile. 
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Suggestions to Shippers 


Prevention, Presentation and Adjustment of Freight Claims Discussed by Louis J. Brinkman, 
Freight Claim Agent of the Michigan Central Railroad Company 


Issuance of Bill of Lading 


The bill of lading must be on the standard form and 
considering that the freight is forwarded on a waybill, 
which is in reality an exact copy thereof, it is necessary 
that every degree of care be used in preparing same. 

(1) See that it is legible with the name of shipper, 
consignee and destination shown in full. 

(2) Where are are two stations of a similar name 
in the same state, always designate the county in which 
the station is located. “Freight properly billed is half 
way there.” 

(3) See that articles are carefully specified in ac- 
cordance with proper classification and Interstate Com- 
merce Commission requirements. 

(4) Never tender illegible, altered or incomplete ship- 
ping directions. It is easier to avoid mistakes than cor- 
rect them. 

Marking Freight 
(1) To insure regular and safe delivery indicate on 
packages name and address of consignee as well as state, 
city and county to which consigned. 

(2) Do not mark order—notify shipments in name of 
consignee. Mark shipments billed to order strictly in ac- 
cordance with billing directions. 

(3) Obliterate any previous shipping marks and if 
tags are necessary be sure they are durable and securely 
fastened. 

(4) See that marks on packages always agree with 
the marks shown on bill of lading. 

The following from a member of the Interstate Com- 
merce Commission is quoted for your consideration: 


‘In my judgment it is not only a common law right but a 
duty of the carrier to refuse to receive shipments that are not 
adequately marked. It owes that duty to itself and to other 
shippers who desire to use its facilities to get prompt service 
relieved of the embarrassment and delays caused by failures of 
other shippers to mark their packages clearly.’’ 


As a matter of further information, note this expres- 
sion is sustained by Act of Congress approved June 18, 


1910, as follows: 


“It is hereby made the duty of all common carriers subject 
to the provisions of this act to establisha * * * manner and 
method of presenting, marking, packing and delivering property 
for transportation * * * which may be necessary or proper 
to secure the safe and prompt receipt, handling, transportation 
and delivery of property.’’ 


The American Railway Association has adopted a code 
of rules covering the receiving, stowing, handling and de- 
livery of less than carload freight which was published in 
booklet form January 15, 1915. Employes concerned are 
endeavoring to comply with same. The co-operation of 
shippers along this line will be extremely helpful in furth- 
ering our claim preventive crusade. 

Packing Shipments 

The consignee is naturally desirous of having his 
shipments packed in first-class shape. It is fully as essen- 
tial to the shipper that the goods arrive at destination in 
good condition as to the consignee and carrier. Proper 
preparation of shipments is always necessary to carry 
promptly and safely to destination. Failures contribute to 
claim expense of carriers; delay, expense and dissatisfac- 
tion of shipper and consignee. (Help eradicate this by 
seeing that proper containers are’ furnished to withstand 
ordinary and reasonable handling in transit.) 

Interstate Commerce Commission requirements must 


always be complied with in the shipping of explosives and 
other dangerous articles. 

The shipper for his own protection should inspect cars 
to be loaded and see that they are in the condition neces- 
sary to safely handle the freight to be loaded therein. 

This company is advancing special efforts to carry 
out existing instructions with respect to the proper han- 
dling and stowing of freight and will continue to advance 
its best endeavors to that end. 

Loss and Damage Claims 

The following documents should always be submitted 
by the claimant in supporting claims for loss and damage: 

(a) Original bill of lading if not previously sur- 
rendered to carrier. 

(b) Original paid freight bill. 

(c) Original invoice or attested copy. 

(d) Statement of claimant showing how amount of 
loss or damage is determined with all the evidence he can 
possibly secure or may be necessary to substantiate same. 

(e) Bill for cost of repairs, account sales, er such 
other document as will verify amount claimed. 

(f) When for any reason it is impossible for claim- 
ant to produce original paid freight bill or bill of lading 
he should indemnify the carrier or carriers against loss 
in the payment of duplicate claim supported by original 
documents. a 

(g) The absence of any of these documents should be 
explained. 

(h) The conditions of the bill of lading as it relates 
to time limit for presentation must be complied with. 

Overcharge 

The following documents should be submitted by 
claimant in supporting legitimate claims for overcharge, 
whether in rate, classification or weight: 

(a) Original paid freight bill with definite authority 
for rate claimed. 

(b) Original bill of lading if shipment originated on 
a line other than the Michigan Central. 

(c) Original invoice or attested copy or such other 
evidence as may be necessary to prove the weight or 
classification claimed. 

(d) Statement of claimant showing how overcharge 
is determined with reference to published tariff or other 
authority for rate, weight or classification claimed. 

(e) When for any reason it is impossible for claim- 
ant to produce original paid freight bill or bill of lading, 
claimant will indemnify carrier or carriers against loss in 
the payment of duplicate claim supported ‘by original docu- 
ments. 

(f) The absence of any of these documents should 
be explained. 

Adjustment 

The freight claim agent must live within the scope 
of the law and cannot subject himself, his company or 
the claimant to severe fines and penalties imposed by law 
by paying claims until the facts and measure of legal 
liability are established. 

The following extract from Interstate Commerce Com- 
mission Bulletin No. 3, Article 68, is quoted for conveni- 


ent reference: 


‘Tt is not the proper practice for railroad companies to 
adjust claims immediately on presentation or without investiga- 
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tion. The fact that shippers may give a bond to secure repay- 
ment in case upon subsequent examinations the claims prove to 
have been improperly adjusted does not justify the practice. 


Honest, frank and hearty co-operation on the part of 
all concerned in presenting claims with the evidence de- 
sired does much to expedite settlement. The policy of this 
company, in fact all carriers to-day, is to establish the 
validity of a claim and not to avoid liability. 

Any loss or damage should be reported to the agent 
of the delivering line immediately on discovery and every 
opportunity should be afforded him to inspect and verify 
same and in no case should report of this loss or damage 
be delayed beyond twenty-four hours after receipt. 

Delays in completing investigation are sometimes un- 
avoidable on account of the numerous agencies involved. 
It must be borne in mind that every claim must undergo 
some investigation, since reports of loss or damage are 
not always at the finger tips of the claim department. 

Delays in adjusting claims for damages often come 
about through the refusal of the consignee to accept 
property which has been delayed or damaged in transit. 
It should be understood that the acceptance of such de- 
layed or damaged property does not in any way jeopardize 
any proper claim which the owner may have against the 
carrier. In fact, the law expressly provides that con- 
signee must accept his own property and use all diligence 
in disposing of it with a view of minimizing the loss. 

The “acknowledgment receipt” of a claim is through 
the medium of a postal card bearing claim number under 
which all correspondence pertaining to that claim is han- 
dled, and it certainly would expedite the work in this 
office and other claim offices to no little extent if refer- 
ence is made to the claim number jin any correspondence 
from the claimants or on statements of accounts subse- 
quently referred. 


TRAFFIC LEAGUE MEETING 


(By a Stat Correspondent.) 

Toledo, O., Sept. 10.—In calling the members of the 
National Industrial Traffic League to order yesterday, 
President H. G. Wilson stated that Edgar E. Clark, mem- 
ber of the Interstate Commerce Commission, would be 
the guest of honor at the informal dinner in the evening 
and that Frank Mulholland, past president of the Inter- 
national Association of Rotary Clubs, would be one of 
the speakers. 





The first item on the docket, the question of league 
headquarters in Washington, or, as was explained by 
the president, “a league office in Washington,” was dis- 
cussed by a number of the members, including Messrs. 
McLaren, Van Slyck, Hopkins, Scales, Schrader, Berry, 
Montgomery, McVann, Jennings, Williamson, Belleville 
and Bentley. There was such a difference of opinion 
that the matter was referred to the executive committee. 
Some of the speakers thought Washington headquarters 
an absolute necessity if the work of the league was to 
make progress, while others saw an opportunity for the 
suggestion of politics, much added expense and a radical 
departure from the principle upon which the league was 
founded—that of friendly conference. 

Other objections raised were that no member of the 
league is located in Washington, that practically no im- 
portant railroad officials are located there and that the 
extra expense would mean the necessary closing of the 
Chicago office, with consequent inconvenience to the 
members of the executive committee, all of whom are 
serving the league without pay and whose employers 
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might question the wisdom of the additional absence 
from duty made necessary by trips to Washington. 


Railway Mail Pay. 


The committee on railway mail pay, F. J. Bentley, 
chairman, E. J. McVann and H. Sheridan, presented a 
report in the following set of resolutions, which were 
adopted after extended discussion: 


“Whereas, there is a controversy existing between 
the common carriers of our country and the postoffice 
department over the compensation due said carriers for 
transporting the mails; and whereas, in various rate 
advance cases the carriers have insisted that their total 
net income is insufficient and their claim has been an 
important: factor in such cases; and whereas, if the car- 
riers’ compensation for transporting the mails be not 
adequate, the burden necessarily falls upon the shipping 
public to make up the deficiency through higher freight 
and passenger rates; and, whereas, the honor and dig- 
nity of our government demand that said controversy be 
brought to a speedy conclusion; 


“Therefore, be it resolved, that it is. the sense of 
the National Industrial Traffic League that the fact 
should be speedily ascertained whether our common 
carriers are receiving adequate compensation for trans- 
porting the mail; and be it further resolved, that our 
president be instructed to memorialize the proper com- 
mittees of the Senate and House of Representatives, sug- 
gesting that the Interstate Commerce Commission is the 
proper body to assist in ascertaining the facts, and that 
it be directed to investigate the entire question and 
report as speedily as possible its findings and recom- 
mendations for the guidance of Congress in bringing 
said controversy to a prompt and proper conclusion.” 


Shippers’ Load and Count. 


On the question of the attitude of the Interstate 
Commerce Commission, as seemingly expressed in its 
opinion in the so-called “Shippers’ Load and Couni” case, 
under Docket No. 6130, the secretary read a letter from 
the Commission to the effect that that opinion did not 
carry with it the approval of the Commission, except 
that the rule or practice in general had not been found 
to be unreasonable. 


This letter pointed out that the Commission had no 
jurisdiction over loss and damage claims, and that if 
proper proof should be presented to the courts, the pro- 
vision referred to would hardly be held conclusive 
against such proof. 


The legislative committee, through its chairman, 
stated that it had arranged to have Francis B. James 
talk on the question of the codification of the interstate 
commerce laws, and after he had explained briefly what 
the American Bar Association was doing along that line, 
the league formally indorsed the work of that organiza- 
tion. 


Mr. MeVann, speaking for his committee, said he 
understood that Senator Newlands had prepared and 
would introduce at the next session of Congress a bill 
looking to the reorganization of the Interstate Commerce 
Commission, along lines suggested by the Commission, 
and that question was referred to his committee for such 
action as might be found proper. 


Shippers’ Right of Appeal. 


In speaking on the question of the right of appeal 
from negative orders of the Commission, Mr. McVann 
said that, on the whole, the law as it now stood, deny- 
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ing the right of appeal from negative orders of the 
Commission, was good. 

Mr. Hopkins said he felt that the shippers should 
have the right to appeal from negative orders based on 
questions of law, just as the carriers had, and no more. 

After further discussion the matter was referred to 
the legislative committee with instructions to report at 
the annual meeting. 

On the question of amending the law or rules of 
practice so as to give litigants the right to review the 
findings of examiners, Mr. McVann said he had been 
unable thus far to ascertain the attitude of the Commis- 
sion on the subject, and at his suggestion further time 
was granted. 


PANAMA CANAL COMPETITION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
A hearing was had on September 7 on one phase of 
the question as to how far the rail carriers are to be 
allowed to compete with the water lines through the 
Panama Canal. The testimony was in support of an ap- 
plication by the Southern Pacific and the Atchison for 
permission to make a coast-to-coast rate of 40 cents on 
sugar, wheat, oats and rice, with rates from interior Cali- 
fornia points made up of a combination of the port-to-port 
rate plus the local from the interior point to the port. 


This application was made on the belief of the rail- 
roads that the Panama Canal lines, particularly the Amer- 
ican-Hawaiian and the Luckenback, have quoted a rate of 
35 cents on sugar and 30 cents on the grains. 

Frank Lyon, attorney for the water lines, made an 
ineffectual effort to prevent J. K. Butler, assistant general 
freight agent for the Southern Pacific, saying that pros- 
rective shippers of sugar had told his superiors in the 
traffic department of the Southern Pacific that the 35-cent 
rate had been quoted to them by the steamship lines. 

“Intervening steamship interests know the rates they 
have quoted,’ said Fred H. Wood, attorney for the rail 
lines. “They have the information. All we can do is to 
repeat here what prospective shippers have told us as to 
the rates they have been given by the steamship lines. If 
there is any challenge as to the accuracy of the figures 
Mr. Butler is giving, we will undertake to substantiate 
what we assert has been given to our traffic officials.” 

Mr. Lyon said that all he was trying to prevent was 
placing before the Commission speculations as to what the 
steamship lines are or propose doing, and speculations by 
the railroad traffic men as to the amount of tonnage they 
hope to move. , 

“The fact is that there is an overproduction of sugar 
in California and these Californians think that if they can 
induce the transportation lines to shrink their rates they 
can carry sugar right into New York to the doors of the 
New York refiners,’ said Mr. Lyon. 

“We admit that there is always an overproduction of 
the products of the soil in California,’ said Mr. Butler. 
“We always hope to produce more than we consume. The 
output from any one of our sugar refineries is great enough 
to supply the coast and the -western part of the middle 
west, so we must seek markets elsewhere. The same is 
true with regard to the production of rice. That has 
grown wonderfully in three years. 

“There has never been a shipment of sugar from 
California to New York. It is only within a year that 
California sugar has got into the Chicago market. Owing 
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to the conditions brought about by the war, there is 
reason to believe that California sugar can be marketed 
in the East. That is why we are asking permission to 
make the rate via the rail lines from California to Gal- 
veston, and from that point to the Atlantic seaboard.” 


Examiner Thurtell, before whom the hearing was 
held, was surprised that an application should be made 
for permission to disregard the fourth section with 
rates on wheat and-oats, because California takes great 
quantities of wheat and oats from Kansas and Nebraska. 

“That’s true,” said Mr. Butler. “But it is also a 
fact that since the war began wheat has been sent 
from California, some direct and some _ transhipped 
through New York, to Europe. It may be that that 
was because there was a surplus of the kind of wheat 
we grow in California. You know it is used in blend- 
ing. But the reasons for marketing wheat are not im- 
portant to us. The fact that there is traffic moving 
and more to be offered is what interests us. If we are 
to retain any of this business originating on the line 
of the Southern Pacific we must make rates which, in 
our judgment, will give us some of the tonnage.” 


“Well, wouldn’t you get more net profit in hauling 
the stuff to the ports and then allowing it to go by the 
cheapest route than to haul it to the ports on the local 
rates and then to New York on the 40-cent rate?” 
asked Mr. Lyon. 


“Of course not,” said Mr. Butler. “Take rice. The 
rate on paddy rice is 17% cents to the ports where 
it is cleaned and polished. That gives us $3.50 per 
ton. On the 40-cent rate, with the 80,000-pound mini- 
mum, we get the local rate plus the 40 cents. That 
gives us something more than the out-of-pocket cost of 
moving the rice, and whatever that surplus is, it is just 
so much toward paying our fixed charges. You are in 
error in assuming that the movement to the ports and 
then to Galveston always involves a back haul. There 
may be some back hauling in the case of rice, which 
is usually cleaned and polished at the ports, but on 
oats and wheat there is not necessarily a back haul. 
When we carry it from the interior points we get the 
local and the 40 cents, but we do not always perform 
the haul to the port.” 

“Yes, that is a departure from the policy of placing 
all points of origin of products of the soil in Cali- 
fornia on an equality,” said Mr. Butler, answering a 
question by Mr. Lyon. “But it is not a reversal of the 
policy, as you suggest. We depart from our policy be- 
cause the water lines have broken up the blanket, and 
if we desire to hold any of the tonnage we must meet 
the competition. Our necessities require the departure. 
We did not reverse the policy.” 

Answering a question put by Mr. Wood, Mr. Butler 
said that before the canal was opened the water lines 
made rates via the Tehuantepec Railroad on grain and 
millstuff running from 35 to 42% cents, 35 on asphalt, 
40 pyrites, barley from 35 to 42%, dried fruit from 35 to 
40, 45 on canned goods and 40 on old books. 


“The water lines made divisions with the Tehuantepec 
Railroad on the basis of two-thirds for themselves and 
one-third for the railroad,” said Mr. Butler, with a smile. 
Mr. Wood, however, did not make the point that under the 
rates the water lines are now reported to be quoting to 
shippers they make more than they made before the 
canal was opened, because they are no longer under the 
‘necessity of dividing with the Tehuantepec Railroad. He 
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did, however, ask Butler where he got the rates and how 
Le found out about the divisions. 

“IT got the rates from the report made by Prof. Emory 
Johnson to the secretary of war in 1912 when the question 
of canal tolls was under consideration,” said he. “The fact 
about the divisions I got from the testimony of President 
Dearborn of the American-Hawaiian line, given to a con- 
gressional committee.” 

At the New York hearing before Examiner Thurtell 
the water lines referred to the rates proposed by the Atchi- 
son and Southern Pacific as a menace to them and other 
users of the Panama Canal. 

M. E. Kinsley, assistant traffic manager for the Amer- 
ican-Hawaiian line, and W. H. Morgan, for the Lucken- 
back line, attended the hearing with Mr. Lyon, prepared 
to give either oral testimony or place the steamship line 
side of the case into the record by means of statements 
@s to tonnage and rates. Mr. Wood suggested that, inas- 
much as the testimony given by them at the New York 
hearing corroborated, to a large extent, what the railroad 
witnesses had said, he did not care to reserve the right 
to cross examine them on formal statements they might 
place in the record, but he reserved the right, in the event 
they contradicted any material part of Mr. Butler’s testi- 
mony about rates, to make answer to the contradictions 
by means of affidavits by shippers to whom the water rates 
have been quoted. 

At the afternoon session, September 7, Paul P. 
Hastings, assistant general freight agent of the Atchi- 
son, and Mr. Kinsley, assistant traffic manager for the 
American-Hawaiian, shed more light on the _ subject. 
Mr. Hastings adopted all the testimony offered by Mr. 
Butler, and supplemented it with rate and tonnage fig- 
ures, as well as statistics showing the production of the 
commodities to be transported. He said that the Atchi- 
son had followed the lead of the Southern Pacific, but 
distinctly asserted that the canal competition was a 
larger factor in causing it to go with the Southern Pa- 
cific than the action of that road in making rates via 
the gulf to the Atlantic seaboard. 


While Mr. Lyon’s questions suggested that he may 
think the Atchison is playing ‘Me, Too,’ to the South- 
ern Pacific, Mr. Hastings desired it to be distinctly 
understood that the canal competition was the controlling 
factor. 


Mr. Kinsley said he did not propose to take up any 
time in telling the steamship side of the story, but he 
merely wanted to make it certain that, so far as the 


American-Hawaiian line is concerned, no 35-cent rate on 
sugar had been quoted, or even thought about. 


“Any rate on sugar that the American-Hawaiian 
makes,” said he, “you can rest assured will be higher 
than the 40-cent rate the rail lines are proposing to 
establish.” 


Taking much time to answer questions asked by 
Mr. Wood, Mr. Kinsley said he had never heard any 
talk about a considerable movement of sugar from Cali- 
fornia eastward being in prospect, nor had he heard any 
talk of a 35-cent rate. Yet, he said, he was not sur- 
prised when the probability of a movement and a rate 
were mentioned at the fourth section hearing, because, 
as he said, his company had moved an inconsiderable 
quantity of sugar eastward once, but that usually the 
tonnage is from the East to the West, on a 60-cent rate. 
That is the fact, he said, notwithstanding that there is 
a rate now on sugar 50 cents from California to the 
Atlantic seaboard. 
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Mr. Wood asked if there is anything in the con- 
tract under which the American-Hawaiian carries Ha- 
waiian sugar from the islands to the refiners at Phila- 
delphia that would tend to keep that line from making 
a rate from California that would carry California sugar 
to the doors of the eastern refiners. He said he knew 
absolutely nothing about the raw sugar part of the com- 
pany’s business, but he felt certain there was nothing 
in the contract to keep the steamship company from 
making a reasonable rate on refined sugar from Cali- 
fornia. 

Mr. Kinsley promised to file, as part of the state- 
ment of his company, the rates in effect now and those 
in effect before the opening of the canal. 


RAILROADS AND PANAMA CANAL 


(Federal Trade Reporter.) 

How much discretion with regard to the use of the 
Panama Canal has been invested by Congress in the 
Interstate Commerce Commission? That may seem a 
peculiar query, but it has been raised by the American- 
Hawaiian, the Grace and the Lauterback steamship 
lines, three of the largest water transportation com- 
panies engaged in commerce between Atlantic and Pa- 
cific ports. 





They have projected themselves into the application 
of the Southern Pacific Co., made to the Interstate 
Commerce Commission, for permission still farther to 
reduce rates from Atlantic to Pacific ports, without be- 
ing under the necessity of reducing rates to intermediate 
points. In other words, the Southern Pacific desires to 
be relieved from the application of the long-and-short- 
haul rule, which forbids the charging of a higher rate 
for a short haul than for a longer one, the former being 
included in the latter. 


For instance, the Southern Pacific desires the privi- 
lege of hauling canned goods from Atlantic to Pacific 
ports for 50 cents per 100 pounds, while continuing to 
charge 75 cents or more for deliveries at points on its 
rail lines between Galveston, Tex., and San Francisco. 
The steamship companies mentioned are resisting this 
application on the ground that this desire of the rail- 
road company does not constitute a “special case” with- 
in the meaning of the law. The statute gives the Com- 
mission authority, in “special cases,” to permit depar- 
tures from the strict long-and-short-haul rule, to the 
extent that it deems advisable. 


The steamship companies assert that there is no 
reason for the desire of the Southern Pacific to reduce 
rates on commodities below the level of the first reduc- 
tion caused by the opening of the canal, other than a 
determination, on the part of the railroad company, to 
make the operation of the boats through the canal 
unprofitable. 


The Commission will hold a hearing on the subject 
at New York on September 1. That it is of prime sig- 
nificance to the whole American business world is taken 
for granted. If the Commission allows the Southern 
Pacific to make such low rates between the Atlantic 
and Pacific terminals, it is believed there will be an 
important change in the currents of business. Iron and 
steel manufacturers in the territory around Cleveland 
and Pittsburgh are already aware that there has been 
a shifting of currents. 

When the first reduction in transcontinental rates 
was made to Pacific terminals, the eastern railroads 
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joined in the new joint rates. That reduction was made 
as the termination of the long fight Spokane made for 
a lowering of rates to that point. When the canal was 
opened, the lines interested in carrying from Chicago, 
St. Louis and Kansas City—in other words, from the 
Mississippi and Missouri River crossings—made a still 
further reduction, on the ground that they had to meet 
the competition via the canal. 

The eastern lines, however, did not join in those 
reductions. They pointed to the fact that the steamship 
lines were willing to pay their full local rates from as 
far west as Pittsburgh to New York and other Atlantic 
ports and then carry the commodities to the Pacific 
Coast in competition with the lines originating at Chi- 
cago and the rivers. That being the fact, the lines east 
of Chicago could see no profit in shrinking their part 
of the transcontinental rates. For instance, if the rate 
from Pittsburgh to San Francisco was 70 cents, the 
share of the line that hauled up to Chicago would have 
been about 20 cents. The rate to New York would be 
about that sum. Therefore, the eastern line cared noth- 
ing as to which way the commodity was hauled. In 
either event it received the same amount of money. 

The refusal of the eastern trunk lines to shrink 
their part of the transcontinental rates put the business 
houses in the part of the country between Chicago on 
the west and New York on the east at a disadvantage 
in comparison with those at the cities mentioned. Their 
disadvantage increased as the distance they were from 
those cities lengthened, the maximum, so far as iron 
and steel are concerned, being reached at Youngstown, 
O., or thereabouts. 

Frank Lyon, who was attorney for the Interstate 
Commerce Commission in the advanced rate cases of 
1910, now representing the steamship lines, long ago 
advanced the proposition that Congress, when it pro- 
vided for the construction of the Panama Canal, had no 
idea of allowing the question of its use to be con- 
trolled in any way by either the railroads or the Inter- 
state Commerce Commission. His contention, in behalf 
of the steamship companies, will be that Congress in- 
tended that the canal should be used freely by ships in 
no way connected with or controlled by the railroads. 
That intention, he thinks, is clearly shown by the fifth 
section of the Panama Canal act, which, among other 
things, forbids the ownership or control, anywhere, of 
steamship lines by railroads, unless, in the opinion of 
the Commission, such ownership or control will be in 
the interest of the public. 

Another contention that will be made by him in that 
behalf is that a permit from the Commission, allowing 
the railroads to reduce their rates to the terminals, 
without flattening them at the intermediate points, will 
be to render the government’s investment in that canal 
less secure than it should be. His idea is that no such 
permit should be given. 

There is no way to prevent the railroads, if they 
desire, from reducing rates to all points to agree with 
the rule laid down by the Interstate Commerce Commis- 
sion. That rule is that rates at intermediate points, on 
hauls from New York to San Francisco, may be 25 per 
cent higher than the rates to the Pacific Coast ports; 
15 per cent higher from the Buffalo-Pittsburgh territory, 
and 7% per cent higher from Chicago and points on the 
Mississippi, but no higher at any intermediate point in 
hauls from the Missouri River to the Pacific Ocean. 

The percentages of tolerance for higher intermediate 
rates instituted in that case were agreed on before there 
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had been any weighing of the influence of the canal. 
When that waterway was opened the Interstate Com- 
merce Commission, on application of the roads interested 
in traffic originating at Mississippi and Missouri river 
points, allowed departures from the rule laid down in 
the Spokane case as to those territories. That is to say, 
it allowed them to have intermediate rates on hauls from 
Missouri River to Pacific Coast points higher than to 
the terminal points. 


COAL AND COKE RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Examiner Gartner on September 9 resumed the tak- 
ing of testimony in the long-drawn-out question as to 
what the rates on coal and coke from the Virginia 
group of coal mines and coke ovens to Chicago and the 
middle West shall be. In one form or another, the 
question has been before the Commission for four years, 
the original phase being presented in the complaint of 
the Stonega Coal & Coke Co. against the L. & N. and 
other carriers. The matter is now presented to the 
Commission in I. & S. Dockets Nos. 71, 321, 625 and 
633, together with several sub-numbers. 

The heart of the whole matter is to be found, it is 
believed, in the fact that the L. & N. and other roads 
are unwilling to make through routes and joint rates in 
connection with the Interstate Railroad and the Virginia 
Southwestern, in which the coal and coke companies 
are, or were, interested, on any basis other than the 
L. & N. rate of $2.25 per net ton from Appalachia, its 
junction point with one of the short lines, plus the 
local rate of the short railroad, which at present is 10 
cents, at which rate D. B. Wentz, president of the 
Stonega Coal & Coke Co., testified the short lines lose 
money. The short roads think they should have 25 
cents, which would make a $2.50 rate. 

The hearing came to a temporary stop while C. W. 
Jackson, president of F. G. Hartwell Co. of Chicago, 
refused to tell the contract price at which he sold coke 
in Chicago. W. A. Colston of the L. & N. asked him 
that question, and he declined to answer. Mr. Colston 
insisted upon a ruling by a Commissioner on the point. 
Mr. Gartner announced, after he had made inquiry, that 
there was no Commissioner in Washington, and that it 
was incumbent upon those interested in the matter 
either to arbitrate or agree upOn a modus vivendi. It 
was finally agreed that Mr. Colston should reserve the 
point in the record and go ahead with phases of the 
inquiry on which there was no disagreement. In ex- 
planation, Mr. Colston said he did not care to disclose 
the object of his line of questioning any further than 
to say that, inasmuch as the witnesses had referred to 
$2.35 per ton as the basic price for coke, he felt it de- 
sirable to have in the record the prices at which, they 
really sold coke from the Virginia field, delivered in 
Chicago. 

J. F. Bullitt and W. A. Glasgow, Jr., appeared for 
the protesting coal and coke men, while Mr. Colston 
conducted the case for the railroads. The witnesses ex- 
amined at the morning session were John Sargeant, 
president of Domhoff & Joyce Co.; C. H. Jenkins of the 
Chicago office of that company; Mr. Jackson, who re- 
fused to tell the price at which he sold coke, and Mr. 
Wentz. : 

‘When Mr. Jackson refused to answer the question 
he was excused, and Mr. Wentz took the stand. He 
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said if the proposed rates. were allowed to become 
effective the coke industry, to which it was proposed to 
apply the combination, would be ruined and thousands 
of men thrown out of work. He traced the history of the 
establishment of the coking industry, which is centered 
in Wise County, Virginia, and occupies a territory about 
90 miles long east and west. 

“The L. & N. encouraged the investment of millions 
in the coal and coke industry there,’ said Mr. Wentz. 
“When the beehive ovens were established the L. & N. 
published rates from the mines, which in all instances 
were on branch lines, built and maintained by the min- 
ing companies, but operated by the L. & N. In 1903 
or 1904 the L. & N. withdrew its agents and weigh- 
masters from the mines and ovens and published the 
rates from the junction points, while from the Pennsyl- 
vania coke fields the trunk lines continue their agents 
and weighmasters at the ovens, and make their rates 
from them. 

The first rate made by the L. & N., said Mr. Wentz, 
was $1.85 from the mines, not from the junction points, 
to Chicago. Even under that rate no substantial sales 
were made. In 1902 a rate of $2.10 per net ton was 
made from Appalachia, a junction point. The Stonega 
company invested $750,000 in ovens more than ten years 
ago, and until thirty days ago most of the ovens were 
idle. 

“The contract for supplying the particular grade of 
coke the ovens that are now burning has a clause in it 
providing that if the rates are increased, then the con- 
tract may be canceled,” said Mr. Wentz. “I have been 
told that it will be canceled if there is an advance in 
rates, as proposed.” 

He said that recently he had bid on a large ton- 
nage to be delivered at Chicago. He made the offer so 
as to deliver the coke at Chicago furnaces at $4.15 per 
ton, which means $1.80 at the ovens in Virginia. He 
did not get the contract. His idea is that by-product 
coke is being delivered to Chicago furnaces at $4.10 per 
ton. 

“That means that if the rate is increased to $2.50 
per ton, as it will be if the tariffs now suspended be- 
come effective, the price will be $1.60 per ton at the 
ovens in Virginia and Pennsylvania,” said Mr. Wentz. 
“Coke cannot be produced at such a figure, and insist- 
ence upon the proposed rate simply means the death of 
an industry that has languished since 1907. In that 
year the demand for coke from southern blast furnaces 
was fairly good. The southern market, however, is not 
a dependable one. It is a fair weather one, not one on 
which we can depend for a steady output. We must 
have some of the middle West market or go out of the 
business,” 


A RESIDENT SCHOOL. 

The La Salle Extension University of Chicago an- 
nounces the establishment of evening resident classes 
for the study of matters pertaining to transportation, 
class rooms having been secured in the Lakeview build- 
ing, 166 Michigan avenue. The courses include classifi- 
cation, rates, rate-making methods, ocean traffic and 
trade, industrial traffic organization, railway organization 
and management, the Act to regulate commerce, common- 
law liability of carriers of goods, and kindred subjects. 
The objects of the courses as announced are: 1. To 


present to the students a comprehensive, many-sided 


survey of traffic facts; 2. The creation of a power of 
accurate analysis so that everyday problems may be 
effectively analyzed to a successful conclusion. 3. The 
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increase of the student's efficiency in his chosen voca- 
tion and an increase in his contingent earning capacity. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


September 3, in I. and S. No. 648, the Commission further 
Suspended from September 29 to March 29 an item in Sup. 
No, 31 to Boyd’s I. C. C. No, A494. The suspended item makes 
a 5-cent increase in the rate on petroleum oil, carloads, from 
Coffeyville and other producing points in Kansas to Joliet, Ill. 
It was suspended first from June 1 to September 29. 

September 3, in I. and S. No. 647, the Commission further 
Suspended from September 29 until March 29 schedules in the 
following tariffs: 

Chicago & Eastern Illinois Sup. No. 69 to I. C. C. No. 2596. 

The Missouri Pacific and St. Louis, Iron Mountain & South- 
ern Sup. No. 4 to I. C. C. No. A2726. 

St. Louis & San Francisco Sup. No. 52 to I. C. C. No. 6427. 

The suspended schedules increase rates on lumber and ar- 
ticles taking lumber rates from points in Arkansas and Mis- 
souri to Milwaukee, Wis., and points taking same rates. They 
were originally suspended from June 1 until September 29. 

September 4, in I. and S. No. 707, the Commission sus- 
pended from September 7 until Jan. 5, 1916, Items 6484a and 
6490a in the following tariffs: 

Leland, Sup No. 5 to I. C. C. No. 1085. 

Morris, Sup. No. 5 to I. C. C. No. 546. 

The suspended items increase rates on brass beds, spring 
beds, metallic couch frames, woven wire mattresses and cots 
and cribs, straight or mixed carloads, from certain points in 
defined territory to Muskogee and other points in eastern Okla- 
homa. The present and proposed rates to Muskogee, in cents 
per 100 pounds, are as follows: 





From— Present. Proposed. 
ES on nso doc ack oe eeheeseee 6euuee 55.5 65.5 
EE | SNOT ng. os ac ce bens ct sinc choc euwad 57.5 67.5 
RETO, BANTROOEY osc ccceccesesctvesscseeesee 60 64 
ee 0 ig hws arse cas ae¥ + vncwodeescoeeses 61 65 
BEMOGOC OME: COFTIROEY. 0.00.00 cc ccecwcccdoesicee 64 74 
CN. I, nee mc pesioaebeccbie eo bee sone 65 69 
Dayton-South Bend territory ..........ccscece 62.8 69.8 
DBEPON-CIOVOIARE COPTIBOTY «.cicccc ce dccisccccece 64.8 74.8 
rere ry rere cre 68.9 78.9 





September 7, in I. and S. No. 649, the Commission further 
suspended from September 29 until March 29, 1916, schedules 
in the following tariffs: 

Baltimore & Ohio R. R. Co. Sup. No. 6 to I. C. C. No. 13419; 
io Central R. R. Co. of New Jersey Sup. No. 38 to I. C. C. 
No. 5027; 

Erie R. R. Co. (Lines Bu%falo, Salamanca, N. Y. and East) 
I. C. C. No, 12846; 
os a Valley R. R. Co. Sup No. 3 to Tariff I. C. C. No. 

3330; 

New York Central R. R. Co. (Line Buffalo, N. Y., Clearfield, 
Pa., and East) I. C. C. N. Y¥. C. No. 3243; 

New York, Ontario & Western Ry. Co. I. C. C. No. 6600; 

Pennsylvania R. R. Co.; Philadelphia, Baltimore & Wash- 
ington R. R. Co.; West Jersey & Seashore R. R. Co. Sup. No. 
7 te G. AE. C. C. Mo. 5780, Sep No, 7 te Gc. oO. 1L. Cc. C. No. 
6322, Sup. No. 6 to G. O. I. C. C. No. 6417, Sup. No. 3 to G. O. 
I. C. C. No. 6651, Sup. No. 1 to G. O. I. C. C. No. 6721, Sup. No. 1 
to G. O. I. C. C. No. 6726, Sup. No. 1 to G. O. I. C. C. No. 6727, 
Sup. No. 2 to G. O. I. C. C. No. 6728; 

Philadelphia & Reading Ry. Co. Sup No. 5 to P. & R. Ry. 
Order I. C. C. No. J5173; 

Philadelphia & Reading Ry. Co.; Atlantic City R. R.; the 
Gettysburg & Harrisburg Ry.; Williams Valley R. R.; Sup No. 
3 to P. & R. Ry. I. C. C. No. J5437; Sup No. 4 to P. & R. Ry. 
I. C. C. No Jid437: 

West Shore R. R. (the N. Y. C. R. R. Co., lessee) I. C. C. 
W. S. No. 1092. 

The suspended schedules increase rates on dressed beef 
cuts, C. L., from New York and other eastern points to St. 
Louis, Mo., and East St. Louis, Ill., the operation of which was 
originally suspended from June 1 to September 29. 

September 8, in I. and S. No. 644, Official Classification ter- 
ritory paper rates, the Commission further suspended the tariffs 
naming increases on paper to March 21, 1916. The further sus- 
pension order eliminates from the suspension order tariffs which 
should not have been included in the first instance, because 
they do not relate to paper rates. The eliminated tariffs are: 

M. & M. T. Co. Sup 4 to I. C. C. No. 234. 

N. Y. Central (Line Buffalo, Clearfield and East) Sup. 2 
to I. C. C. No. B23744. 

Pennsylvania Co. Sup. 1 to I. C. C. No. P653. 

P. R. R. Co.; P. W. & B.; West Jersey & Seashore Sup. 3 
to I. C. C. G. O. No. 6556. 

Western Maryland I. C. C. No. 5364. 

West Shore Sup. 2 to I. C. C. No. B9289. 

September 8, in I. and S. No. 708, the Commission suspended 
from September 10 until January 8, 1915, schedules in the fol- 
lowing tariffs: Southern Railway Co. Supplements Nos. 20 and 
21 to I. C. C. No. Ad200. The schedules increase class rates 
between Danville, Va., and a number of points in North and 
South Carolina. The present and proposed rates between Dan- 
ville and High Point, N. C., in cents per 100 pounds, are as 
follows: 


CN i cahbces beh oay a; & @ @ Se Bt 2. 2 Ce Bae 
High Point, N. C.— 

SRE 39 30 26 21 16,18 11 13 13 11 16 21 
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Class rates between Danville and various other points are 
similarly increased from 1 to 3 cents, 
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Loss and Damage Decisions 


TRANSPORTATION AND DELIVERY BY CARRIER. 
Evidence: 

(Ala. App.) It is not error to refuse to exclude 
testimony responsive to a question to which no objec- 
tion was made.—Cincinnati, N. O. & T. P. Ry. Co. vs. 
Vredenburgh Sawmill Co., 69 So., 228. 

Liability of Agent: 

(Ala. App.) An agent who at the time of making a 
contract with another does not disclose his agency in 
making the contract may be held personally liable on 
the contract.—Cincinnati, N. O. & T. P. Ry. Co. Vs. 
Vredenburgh Sawmill Co., 69 So., 228. 

(Ala. App.) An agent who at the time of entering 
into a contract with another does not disclose his agency 
may be held personally liable-—S. F. Cornelius & Co. Vs. 
Central of Georgia R. Co., 69 So., 331. 

Liability for Freight Charges: 

(Ala. App.) A consignor impliedly contracts to pay 
the freight where the bill of lading contains no express 
stipulation binding him to pay.—Cincinnati, N. O. & T. 
P. Ry. Co. vs. Vredenburgh Sawmill Co., 69 So., 228. 

A shipper who takes a bill of lading in his own 
name as consignor, and who does not at the time dis- 
close his agency nor put the carrier on notice that he 
is acting as agent of another in making the shipment, 
and not dealing with the goods on his own account, im- 
pliedly contracts to pay the freight, and the carrier, hav- 
ing no knowledge to the contrary, may deal with the 
consignor as owner of the shipment, and the consignor 
cannot escape liability for freight by informing the car- 
rier after the refusal of the consignee to accept the 
shipment that he acted as agent in making the ship- 
ment.—Id. ; 


(Ala. App.) Oranges were consigned to a commis- 
sion merchant for sale, he, after paying his commission 
and the freight, to remit the proceeds. Through mis- 
take the railroad company made an undercharge, but 
the commission merchant refused to make good the 
undercharge, having already transmitted the proceeds to 
the shipper. Held, that as the railroad company was 
entitled to rely on the presumption that the consignee 
is the owner of the shipment, the commission merchant, 
who had not, before transmission of the proceeds, in- 
formed the railroad company it was not the owner, is 
liable for the undercharge.—S. F. Cornelius & Co. vs. 
Central of Georgia R. Co., 69 So., 331. 

Ownership: 

(Ala. App.) The presumptive title that passes to a 
consignee on delivery of the goods by the consignor to 
the carrier is prima facie only, and may be rebutted by 
facts showing that the consignor remains the owner.— 
Cincinnati, N. O. & T. P. Ry. Co. vs. Vredenburgh Saw- 
mill Co., 69 So., 228. 


State’s Power Over Interstate Shipments: 

(Okl.) On account of the passage of Act Cong., June 
29, 1906, c. 3591, 34 Stat., 584, the state, under its police 
power, has ceased to have the authority to pass acts 
relative to contracts made by carriers pertaining to in- 
terstate shipments, and section 9 of article 23 (section 
358, Williams’ Ann. Const. Okl.), of the constitution of 
this state applies only to intrastate shipments (follow- 
ing Adams Express Co. vs. Croninger, 226 U. S., 491; 


Cases Recently Decided by State and Federal Courts 


. 








33 Sup. Ct., 148; 57 L. Ed., 314; 44 L. R. A. (N. S.), 
257).—Chicago, R. I. & P. Ry. Co. vs. Bruce, 150 P., 880. 
What Constitutes Delivery: 

(Ala. App.) Where, in an action by a carrier 
against a shipper for freight, the uncontradicted evi- 
dence showed that the carrier endeavored to deliver the 
car to the consignee, who positively rejected and refused 
to receive the shipment, there was no completed deliv- 
ery of the shipment, for to constitute a completed de- 
livery there must be a delivery by the carrier and! 
acceptance by the consignee, and it was error to submit 
to the jury the question of delivery to the consignee.— 
Cincinnati, N. O. & T. P. Ry. vs. Vredenburgh Sawmill 
Co., 69 So., 228. 


DELAY IN TRANSPORTATION OR DELIVERY. 
Burden of Proof: 

(Ala. App.) A receipt of goods by defendant as the 
delivering carrier casts on it the burden to show that 
delay in transmission was not due to its fault.—Central 
of Georgia Ry. Co. vs. Goodwater Mfg. Co., 69 So., 343. 
Presumption of Negligence: 

(Ala. App.) In an action for damages for delay in 
the transmission of a car of coal, where the carrier 
received the coal nearly a month before it was de- 
livered, though the usual time was two or three days, 
and the through bill of lading under which the coal was 
shipped did not appear in the bill of exceptions, it will 
be presumed, in favor of the ruling of the trial court, 
that there was sufficient evidence of negligence to go to 
the jury.—Central of Georgia Ry. Co. vs. Goodwater 
Mfg. Co., 69 So., 343. 

Total Loss: 

(Ala. App.) Where delay in the delivery of coal 
caused the consignee a loss equivalent practically to the 
value of the coal, the consignee may refuse to receive 
the shipment.—Central of Georgia Ry. Co. vs. Goodwater 
Mfg. Co., 69 So., 343. 


LOSS OF OR INJURY TO GOODS. 


Concealed Goods: 

(Ala. App.) <A carrier, though ignorant of the con- 
tents of the drawers of a dresser in a shipment of 
household goods, is liable for their loss, absent fraud 
or imposition by the shipper in concealing their con- 
tents.—Louisville & N. R. Co. vs. Risenstein, 69 So., 243. 
Evidence: : : 

(Mo. App.) In an action for damages for injury 
to a carload of vegetables during transportation, plead-. 
ing a breach of the carrier’s common-law duty safely 
to carry and deliver it, evidence held to show that the 
vegetables were damaged on arrival.—Watson vs. Union 
Pac. RB. Co., 278 &.. W., tz. 

Notice of Claim: 

(Mo. App.) A provision in a bill of lading that 
claims for damage must be made in writing to the car- 
rier at the point of delivery or that of origin within 
four months after delivery, was intended to provide a 
method and time for the presentation of such claims, so 
as to give the carrier a fair opportunity to investigate 
the merits and resist unjust claims, but, where a shipper 
did not comply with such provision, but within four 
months filed a written claim with the carrier’s general 
agent, which was acknowledged and handled as a prop- 
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erly presented claim, and was rejected on its merits a 
year later when refiled, there was a waiver of the pro- 
vision.—Watson vs. Union Pac. R. Co., 178 S. W., 871. 
Parties: 

(Mo. App.) Where a neighbor of plaintiff owned 
some of the vegetables in the shipment alleged to have 
been damaged by delay in transportation, and had 
allowed plaintiff to ship all the vegetables as his own 
property, and after the loss authorized plaintiff to file 
a claim for him, plaintiff might recover for the loss sus- 
tained by his neighbor, since the adjudication would 
bind the neighbor and bar another action on his claim. 
—Watson vs. Union Pac. R. Co., 178 S. W., 871. 
Proximate Cause: 

(Mo. App.) In an action for injury to a carload 
of vegetables during transportation, held, on the evi- 
dence, that whether plaintiff's order to keep the venti- 
lators on the refrigerator car closed was contributory 
negligence proximately causing the injury, was for the 

LIMITATION OF LIABILITY. 
Authority of Agent: 

(Or.) A transfer company, authorized to deliver 
household goods to a particular railroad company for 
shipment, has no authority to consent to a reduction of 
the carrier’s common-law liability, and the agreement re- 
ducing the liability is not binding on the shipper.—Grice 
et al. vs. Oregon-Washington R. & Navigation Co., 150 
P., 862: 

(U. S. D. C.) An interstate carrier’s tariffs, filed 
with the Interstate Commerce Commission, provided two 
rates on household goods, the lower being based on a 
declared value not exceeding a specified amount, with 
a limitation of liability to that value. Unknown to the 
carrier, a shipper’s agent tendering property for trans- 
portation had no authority to declare its value for the 
purpose of obtaining such lower rate; but he neverthe- 
less signed a household goods release, declaring their 
value not to exceed the value on which such rate was 
based. Held, that the carrier was justified in relying 
upon the authority of the agent tendering the shipment 
to sign such contracts concerning the transportation as 
were provided for in its published tariffs, and the shipper 
was bound by such contract.—American Brake Shoe & 
Foundry Co. vs. Marquette R. Co., 223 F., 1018. 

Burden of Proof: 

(Or.) A carrier, seeking to reduce its liability for 
goods lost in transit, must allege and prove facts en- 
titling it to the reduction.—Grice et al. vs. Oregon-Wash- 
ington R. & Navigation Co., 150 P., 862. 

By Contract: 

(Or.) The Interstate Commerce Law (Act. Feb. 4, 
1887, c. 104, 24 Stat., 379), which was designed to pre- 
vent preferences, does not prohibit a carrier from assum- 
ing the common-law liability in carrying goods from one 
state to another.—Grice et al. vs. Oregon-Washington R. 
& Navigation Co., 150 P., 862. 

Law Governing: 

(U. S. D. CC.) The validity of a contract between 
a shipper and a carrier, limiting the carrier’s liability 
in case of the loss of an interstate shipment to the de- 
clared value of the shipment, is a “federal question,” to 
be determined under the general common law, and is 
not within the field of state law or regulation—Ameri- 
can Brake Shoe & Foundry Co. vs. Pere Marquette R. 
Co., 223 F., 1018. 
Reduced Rate: 

(Ala. App.) On valuation 


reasonableness of the 
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placed by a contract of shipment on the goods depends 
validity of the stipulation, in consideration of the lower 
rate, limiting liability to such value.—Louisville & N. R. 
Co. vs. Risenstein, 69 So., 243. 


(U. S. D. C.) Where a carrier, under its tariffs 
filed with the Interstate Commerce Commission, has two 
rates on a certain commodity, one applicable when the 
value of the commodity is declared by the shipper not 
to exceed a specified amount, and the other when the 
value is declared to exceed that amount, or is not de- 
clared at all, a shipper who has declared the lower 
value, and thereby obtained the lower rate, is estopped, 
in case the property is lost, from recovering on the 
basis of a higher valuation—American Brake Shoe & 
Foundry Co. vs. Pere Marquette R. Co., 223 F. 1018. 
Value, Place of Shipment: 


(Or.) A bill of lading provided that the amount of 
any loss or damage for which the carrier was liable 
should be computed upon the basis of the value of the 
property, being the bona fide invoice price, unless a 
lower value had been represented in writing by the 
shipper, or agreed upon, or is determined by the classi- 
fication or tariff upon which the rate was based. A car- 
rier lost goods delivered under such a bill. Neither the 
bill of lading nor the statement of facts on which the 
cause was tried showed the valuation of the property. 
The statement of facts failed to show that a value 
lower than the invoice price had been represented by 
the shipper, or that a lower value had been agreed upon, 
or the value as determined b ythe classification or tariff 
upon which the rate was based. Held, that, as none of 
these matters were disclosed by the pleadings or state- 
ment of facts, the carrier was liable for the actual value 
of the goods under the common-law rule.—Grice et al. 
vs. Oregon-Washington R. & Navigation Co., 150 P., 862. 


CARRIAGE OF LIVE STOCK. 


Limitation of Liability: 

(Okl.) The court instructed the jury that a shipper 
of live stock, under an interstate contract of shipment, 
was not “bound by any stipulation, provision or agree- 
ment therein which required him to give written notice 
of damages he intended to claim * * * within one day 
from and after the delivery of the animals,” etc., and 
that a provision therein limiting the plaintiff to a period 
of six months after any cause of action accrued there- 
under within which to bring suit was: not binding, be- 


cause in violation of the state constitution. Held, re- 
versible error.—Chicago, R. I. & P. Ry. Co. vs. Bruce, 
150 P., 880. 
Notice of Claim: 

(Okl.) Under the federal law, which is controlling 


upon the court in determining questions of liability 
properly arising out of interstate shipments, a provision 
in a live stock contract or bill of lading to the effect 
that, as a condition precedent to a recovery for any 
damage for delay, loss or injury to live stock covered 
by the contract, the shipper will give notice in writing 
of the claim therefor to some general officer, or the near- 
est station agent, or to the agent at destination, or some 
general officer of the delivering line, before said stock 
is removed from the point of shipment or the place of 
destination, and before such stock is mingled with other 
stock, such notice to be served within one day after 
the delivery of such stock at destination, was valid.— 
St. Louis & S. F. Ry. Co..vs. Ladd, 33 Okl., 160; 124 
Pac., 461. 
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CHARLES CONRADIS, 
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in this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 


.vately written answers to their inquiries by the payment of 


a small fee. 
Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 


Time Within Which to Recover Overcharges and 
Undercharges. 


Arizona.—Question: “The Interstate Commerce Com- 
mission’s rules require carriers to refund all charges 
collected on interstate shipments in excess of the law- 
fully published tariff rate in effect on date of move- 
ment. They also require carriers to use every legal 
means to collect from proper party all undercharges re- 
sulting from the assessment of an illegal or improper 
rate. In view of this, has the Commission in any of 
its rulings prescribed a statutory period whereby car- 
riers are prevented legally from refunding to proper 
party charges collected in excess of the legal rate; also 
has the Commission prescribed a statutory period pre- 
venting carriers from collecting undercharges due them 
by reason of the application of an illegal rate?” 


Answer: Section 6 of the act makes it unlawful for 
any carrier to charge and collect a higher or less com- 
pensation for transporting property than the rates which 
are specified in the tariffs filed and in effect at the time. 
A suit for either overcharges or undercharges on inter- 
state shipments can be brought in a state or federal 
court without first applying to the Interstate Commerce 
Commission, since such an action simply involves the 
construction and application of the published tariff. If 
brought in either of such courts, it will be governed by 
the statute of limitation applying to such actions in 
the state of the particular place where the action is 
brought. An action for overcharges may be brought 
before the Ititerstate Commerce Commission, provided it 
is done so within two years from the time of delivery 
of the shipment, since under section 16 of the act it is 
not within the power of the Commission to afford relief 
by an order of reparation unless the cause of action 
accrued within two years before the complaint was 


filed. Corporation Commission of Okla. vs. Kans. City, - 


Mexico & Orient Ry. Co. et at., 32 I. C. C., 384. (See 
page 59 of the Jan. 9, 1915, issue of the Traffic World.) 


* % * 


Application of Interstate Rate to Intrastate Shipment. 

Pennsylvania.—Question: “We recently had an in- 
trastate shipment between two points within the state 
of Indiana. There was no specific rate published to the 
destination, but under the intermediate clause of the 
tariff it was customary for the carriers to apply the 
Cincinnati, O., rate (an interstate rate). When the 
Central Freight Association rates were recently ad- 
vanced 5 per cent the Indiana state commission ordered 
the advanced Indiana intrastate rates suspended, which 
order had the effect of temporarily restoring the old 
rates. The carriers insist upon charging us the ad- 
vanced interstate rate, on the grounds that they had no 
specific rate to the destination, and therefore must 
charge the rate published to the next point beyond, 
which happens to be an interstate point. We do not 
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see how they can do this without ignoring the suspen- 
sion order of the Indiana state commission.” 

Answer: A movement wholly within a state which 
is part of a through movement is within the act to 
regulate commerce, and the intrastate portion of the 
combination through rate is subject to the jurisdiction 
of the Interstate Commerce Commission. But where 
the carriage is performed wholly within a state, and is 
not intended for some point beyond, the same is not 
subject to federal control, and the rate governing the 
same is not subject to the Interstate Commerce Commis- 
sion’s regulation. Whenever an intrastate tariff is silent 
on rates to intrastate points, and such points are cov- 
ered by an intermediate point clause in some interstate 
tariff, the latter will apply, but will be governed by the 
state laws and regulations of the state railroad com- 
mission. 

* * * 
Carrier Not Liable Where Wrong Delivery Induced by 
Shipper. 

California.—Question: “Shipper loads two cars at 
its private spur for different destinations and makes out 
bills of lading to cover. Inadvertently they insert car 
number for C destination on B bill of lading, and vice 
versa, so that car intended for B is billed by carrier 
and goes forward to C, and car intended for C goes to 
B destination.’ The two cars contained the same class 
of merchandise, packed in uniform boxes, but each car 
contained a different grade, the grade being clearly 
marked on the box, and each car contained a different 
quantity of boxes, so that by inspection of carrier’s 
agent at point of origin the’error could have been recti- 
fied before the cars went forward, as each car contained 
a different quantity of packages, differently marked than 
as provided for under the bills of lading. Kindly ad- 
vise in your columns if carrier is not responsible for 
charges of returning these cars to their proper destina- 
tions, both of which are on its rails.” 

Answer: Bills of lading are both receipts and con- 
tracts to carry. So far as they acknowledge the de- 
livery to and acceptance of the goods by the carrier for 
transportation they are mere receipts, but as to the 
rest they are contracts and fully binding as such on the 
shipper and the carrier. The consignee named in the 
bill of lading is presumptively the owner of the particu- 
lar goods described therein, and must be treated by the 
carrier as the absolute owner until it has had notice 
to the contrary. It has therefore been held by the 
courts that the carrier cannot be held liable for losses 
caused, without its negligence, by the misdirection of 
the goods, unless it knows that they were misdirected 
at the time the goods were tendered to it for carriage. 
If, however, the goods are marked’with the correct ad- 
dress, but bill of lading or receipt is incorrectly made 
out, then the carrier is obligated to make delivery in 
accordance with the address on the goods. In the case 
of Amer. Agricultural Chemical Co. vs. B. & A. R. R. 
Co., 28 I. C. C., 398 (see page 949 of the Nov. 22, 1913, 
issue of The Traffic World), where the bills of lading 
and shipping orders were prepared by the shipper, and 
the shipper notes upon the bill of lading certain instruc- 


. tions which it fails to note on the shipping order, the 


Commission held that a carrier cannot be held liable 
for misrouting if it complies with the instructions shown 
on the shipping order. See also the case of Evens-How- 
ard Fire Brick Co. vs. Wabash R. R. Co., 26 I. C. C., 
152 (see page 526 of the March 1, 1913, issue of The 
Traffic World), in which the bill of lading gave one 
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destination and the shipping ticket another, and the 
Commission held that the carrier properly sent the 
shipment in accordance with the complainant’s direc- 
tions in the shipping ticket. 

The law does not place upon the carrier the duty 
to inspect and check all carload shipments when ten- 
dered for transportation, and hold it liable for shipper’s 
errors therein or in the shipping directions. As was 
said by the Commission in the case of Dunnage Allow- 
ances, 30 I. C. C., 543 (see page 48 of the July 11, 1914, 
issue of The Traffic World), “It is practically out of 
the question for railroads to provide men to load and 
unload carload freight at all points in the country.” This 
is equally true in the matter of inspecting and checking 
earload freight. 

co * Eo 
Party Entitled to Recover for Loss. 

INlinois—Question: “Under date of July 28, 1913, a 
shipment was made by A, a manufacturer, to C, a retail 
merchant, which goods were sold by A to B, a whole- 
saler. After due course of time, C reports to A that 
the shipment in question had not arrived at destination, 
which resulted in A filing a claim with the initial car- 
rier for the value of the goods, which claim was filed 
Oct. 17, 1913, and was paid by the carrier Jan. 20, 1914. 
As B had not paid for the goods, A credited the amount 
to B’s account, thereby closing the transaction as far 
as A and B were concerned. Further investigation of 
the claim by the carrier developed the fact that the 
shipment in question was delivered Aug. 11, 1913, to an 
authorized drayman of C; however, this information was 
not referred to A, the shipper, until April 19, 1915, prac- 
tieally 15 months after claim was paid by the carrier 
and 20 months after filing of the claim. Upon this con- 
dition the carriers are demanding a refund of the full 
amount of the claim. However, A finds, upon referring 
to its account with B, that the latter, on account of 
financial difficulties, became bankrupt, and under date of 
June 25, 1914, made an assignment for the benefit of its 
creditors, which included A. Discharge receipts were 
signed by A releasing B of all former obligations, there- 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
fast issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 


will be noted elsewhere. 


September 13—New York, N. Y.—Examiner Burnside: 
1. & S. Docket No. 613—New York-Jersey City ferry rates. 


September 13—St. Louis, Mo.—Examiner Gutheim: 
1. & S. 647—Rates on lumber to Wisconsin points, 


er 13—New York, N. Y.—Examiner J. Edgar Smith: 
Sept —_Charies Schaefer & Sons vs, Central Vermont Ry. Co. 
7902—Pioneer Pearl Button Co. vs. C. C. C. & St. L. Ry. Co, 
et al. 
$022—W. H. Fissell & Co. vs. B. & O. R. R. Co. et al. 
3095—Empire State Pickling Co. vs. N. Y. C. R. R. Co. et al, 
7811—The American Tobacco Co. vs. L. & N. R. R. Co. et al., 
and Fourth Section Application No. 1063, L. & N. R. R., for 
authority to continue rates on leaf tobacco, Richmond, Ky., 
to Reidsville, N. C., which exceed the aggregate of the in- 
termediate rates to and from Winchester, Ky., and portions 
of Fourth Section Applications Nos. 1952, L. & N. R. R. Co., 
and 1548, Southern Ry. Co., for authority to continue rates 
on leaf tobacco from Winchester, Ky., to Reidsville, N. C., 
which are lower than the rates concurrently applicable on 
like traffic from Richmond and other intermediate points. 


September 13—Minneapolis, Minn.—Examiner Hagerty: 

7625—McCaull-Dinsmore Co. vs. South Dakota Central Ry. Co. 
et al. 

7727—McCaull-Dinsmore Co. vs. Great Northern Ry. Co. et al, 

7939—McCaull-Dinsmore Co. vs. Great Northern Ry. Co. et al 

8004—McCaull-Dinsmore Co. vs. Illinois Central R. R. Co. et al. 

8005—McCaull-Dinsmore Co. vs. C. St. P. M. & O. Ry. Co. 
et al. 

8028—McCaull-Dinsmore Co. vs. Northern Pacific Ry. Co. et al. 
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fore making it impossible for A to secure settlement of 
any account not included in the adjustment with B in 
that proceeding. 

“The question involved is, Who is liable for the 
value of the goods and legally must shoulder the loss? 
A is entirely without power to collect from B, C bought 
the goods from B, and, from the facts gathered, settled 
with B. The carriers were no doubt at fault in mak- 
ing settlement of the claim without first investigating; 
regardless of this fact, however, had the correct informa- 
tion concerning delivery been referred to A within a 
reasonable time after the claim was paid it would have 
enabled them to adjust the matter with B.” 

Answer: It would appear from the foregoing state- 
ment of facts that the contract for the sale of the goods 
was between A and B solely, and that the shipment was 
consigned “straight” to C. In straight consignments, 
the title to the property passes from the consignor to 
the consignee immediately at the time when the same 
is delivered in good order and accepted for transporta- 
tion by the initial carrier. From that moment the con- 
signor’s liability for the safe carriage and delivery of 
the goods is at an end, and, should there be a loss or 
injury to them while in transit, through causes attribut- 
able to the fault or negligence of the carrier, the con- 
signee, as the owner, is the proper party to file a claim 
or to institute a suit for their recovery. If, therefore, 
the consignor, instead, files a claim for the loss, the 
carrier may presume that he is the lawful owner and 
the one entitled to recover for the loss. Should it later 
develop that the goods were not lost, and that due de- 
livery had been made to the ultimate consignee, the 
carrier is entitled to sue for the damages paid through 
mistake to the consignor, even though paid before mak- 
ing due ‘investigation of the loss, provided that the 
statute of limitation does not bar such an action. 

We are therefore of the opinion that the carrier can 
recover the damages mistakenly paid to A, but that A 
can recover from C the amount of the unpaid contract 
price, if any, between B and C, if A can show that C 
actually received the goods. 
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September 13—Minneapolis, Minn.—Examiner Hagerty: 

* Fourth Section Applications No. 3786, C. & N. W., and Nos. 
#218 and 4219, Mo. Pac. Ry. Co., in connection with Docket 
No. 7625, MceCaull-Dinsmore Co. vs. South Dakota Central 
Ry. Co. et al. 

September 13—Oklahoma City, Okla.—Examiner Wilson: 

t. & S. 286—Wheat rates from Oklahoma to Memphis, Tenn., 
and other points 

September 13—Lynchburg, Va.—Examiner McGehee: 
7711—Woodson & Graves vs. Va. Ry. Co. et al. 

September 13—Saginaw, Mich.—Examiner Flynn: 
7800—Dow Chemical Co. vs. Michigan Central R. R. Co. et al. 

September 14—Columbus, Ohio—Examiner Mattingly: 
6000—Federal Glass Co. et al. vs. C. R. I. & P. Ry. Co. et al. 

September 14—Oklahoma City, Okla.—Examiner Wilson: 
8078—Miller Bros. vs. St. L. & S. F. R. R. Co. et al. 

September 14—Richmond, Va.—Examiner McGehee: 

6901— Navassa Guano Co. vs. C. M. & St. P. Ry. Co. 
6923—Virginia-Carolina Chemical Co. vs. L. & N. R. R. Co. 
7958—Virginia-Carolina Chemical Co. vs, S. A. L. Ry. 

September 14—St. Louis, Mo.—Examiner Gutheim: 
8121—Decatur Brick Mfg. Co. vs. Ahnapee & Western R. R. 

Co. et al. 

September 14—New York, N. Y.—Examiner J. Edgar Smith: 
8111—International Salt Co. of New York vs. S. A. Line et al. 
8125—Toch Bros. vs. Central of Georgia Ry. Co. et al. 

September 15—Grand Rapids, Mich.—Examiner Flynn: 
|. & S. 635—Rates on sugar beets to Decatur, Ind. 
|. & S, 654—Fruits and vegetables from Grand Rapids, Mich. 

September 15—Duluth, Minn.—Examiner Mattingly: 
7551—Bradley Timber & Ry. Supply Co. vs. Canadian North- 

ern Ry. Co, et al. 
7655—Bradley Timber & Ry. Supply Co. vs. St. P. & S. S. M. 
Ry. Co. et al. 
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7709—Bradley Timber & Ry. Supply Co. vs. Minneapolis & 
International Falls Ry. Co. et al. 

September 15—St. Louis, Mo.—Examiner Gutheim: 

8083—Business Men’s League of St. Louis vs. A. T. & S. F. 
Ry. Co. et al. 

September 15—Norfolk, Va.—Examiner McGehee: 
8015—Roanoke R. R. & Lumber Co. et al. vs. Norfolk South- 

ern R. R. Co. 

September 15—Meridian, Miss.—Examiner Brown: 
ee Grain & Elevator Co. vs. A. & V. Ry. Co. 

et al. 

September 16—Wichita, Kan.—Examiner Wilson: 
7587—Colorado Fuel Co. vs. M. K. & T. Ry. Co. of Texas et al 
7691—Same vs. C. & S. Ry. Co. et al. 
7853—Oklahoma Fuel Co. vs. Ft. S. P. & W. Ry. Co. et al. 
8018—Same vs. M. K. & T. Ry. Co. of Texas et al. 


September 16—Boston, Mass.—Examiner Burnside: 

* |, & S, 616—Terminal regulations at Boston. 

September 16—Grand Rapids, Mich.—Examiner Flynn: 
8121—Tanners’ Supply Co., Ltd., et al. vs. Ann Arbor R. R. 

Co. et al. 

September 16—Duluth, Minn.—Examiner Hagerty: 
7679—Duluth Log Co. vs. M. St. P. & S. S. M. Ry. Co. et al. 
7723—Duluth Log Co. vs. M. St. P. & S. S. M. Ry. Co. et al. 
7862—Clarkson Coal and Dock Co. vs. M. St. P. & S. S. M. 

Ry. Co. etal. 

September 16—Elizabeth City, N. C.—Examiner McGehee: 

8062—Woodland Lumber Co. vs. Norfolk Southern R. R. Co. 
et al. 
g079—Dare Lumber Co. vs. Norfolk Southern R. R. Co. et al. 

September 16—Mobile, Ala.—Examiner Brown: 

1. & S. 673—Joint rate cancellations via Alabama, Tennessee & 
Northern Ry. 

September 16—Worcester, Mass.—J. Edgar Smith: 
7957—Fisher Mfg. Co. vs. N. Y. N. H. & H. R. R. Co. 

September 17—Boston, Mass.—Examiner Burnside: 

* 7788—Ida S. Graustein vs. Boston & Maine R. R. et al. 

September 17—Boston, Mass.—Examiner J. E. Smith: 

* 3130—Frank W. Hunt & Co. vs. A. H. Bull S. S. Co. et al. 
7852—H. P. Hood & Sons vs. D. & H. Co. 
050—Smith Lumber Co. vs. Norfolk Southern R. R. Co. et al. 

September 17—Kansas City, Mo.—Examiner Gutheim: ‘ 
|. & S. 672—Export grain products from Missouri River points. 

September 17—Toledo, Ohio—Examiner Mattingly: 

7526—J. M. Skinner Bending Co. vs. T. St. L. & W. R. R. Co. 
et al. 
7925—Woolen Spice Co. vs. Pennsylvania Co. et al. 

September 18—New Bern. N. C.—Examiner McGehee: 

6327—Elm City Lumber Co. vs. Atlantic Coast Line et al. 


September 18—Kansas City, Mo.—Examiner Gutheim: 
7611—Kuehne-Chastain Commission Co. et al. vs. Green Bay 
& Western R. R. Co. et al. 
September 18—Green Bay, Wis.—Examiner Hagerty: 
7946—Seymour Woodenware Co. vs. Green Bay & Western 
R. R. Co. et al. 
September 20—Fayetteville, N. C.—Examiner McGehee: 
7799—Independent Naval Stores Co. vs. Carolina R. R. Co. 
et al. 
September 20—Manitowoc, Wis.—Examiner Hagerty: 
1. & S. 608—Grain rates from Manitowoc, Wis. 


September 20—Des Moines, la.—Examiner Flynn: 
7953—Hardsocg Mfg. Co. et al. vs. N. C. & St. L. Ry. Co. et al. 
7954—Scott-Logan Milling Co. vs. C. R. I. & P. Ry. Co. et al. 
7955—Peterson Mfg. Co. vs. B. & A. R. R. Co. et al. 
7973—Phillips Coal Co. vs. S. A. & A. P. Ry. Co. et al. 

September 20—Cleveland, O.—Examiner Mattingly: 
|. & S. 671—Ferro-manganese rates to western points. 
7658—Hydraulic Pressed Brick Co. vs. Pennsylvania Co. et al. 


September 20—Omaha, Neb.—Examiner Gutheim 
8016—M. C. Peters Mills Co. vs. C. B. & Q. R. R. Ca 


September 20—New Orleans, La.—Examiner Brown: 
Il. & S. 642—New Orleans-Texas rates. 
8114—American Creosote Works vs. M. L. & T. R. R. & S.S. 
Co. et al. 
September 21—Des Moines, Ia.—Examiner Flynn: 
7974—Ottumwa Supply and Construction Co. vs. Wabash R. R. 


Co. 

7975—Thomas D. Murphy Co. vs. C. B. & Q. R. R. Co. 

7994—-McKee & Bliven Button Co. vs. Ill. Cent. R. R. Co. et al. 

7996—Langan Bros. Co. vs. Rutland R. R. Co. et al. 
September 21—Omaha, Neb.—Examiner Gutheim: 

1. & S. 4644—Lumber rates from Helena, Ark., and other points 
to Omaha, Des Moines and other points. Also Fourth Sec- 
tion Applications: 

3749—M. K. & T. Ry. Co. 

2217—T. & P. Ry. Co. 

793—Beaumont, Sour Lake & Western Ry. Co. 
4219—M. P. Ry. Co. 

1635—I. & G. N. R. R. Co. 

2416—St. Louis & San Franc‘sco R. R. Co. 


2371—St. 


4218—M. 


4852—St. 
4858—St. 


1951—K. 
1952—L,. 


Louis & San Francisco Ry. Co. 
P. Ry. Co. 

Louis Southwestern Ry. Co. 
Louis Southwestern Ry. Co. 
c.8. Ry. Go. 

& N. R. R. Co. 


2045—I. C. R. R. Co. 
2043—Y. & M. V. R. R. Co. 
623—F. A. Leland. 
467—F. A. Leland. 
September 21—Sheboygan, Wis.—Examiner Hagerty: 
ae Mineral Water Co. vs. C. & N. W. Ry. Co 
et al. 
7695—C. Reiss Coal Co. vs. Ann Arbor R. R. Co. 
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September 21.—Coffeyville, Kan.—Examiner Wilson: 
— oe Vitrified Brick and Tile Co. vs. M. P. Ry. 
oO, et al. 
7968—Coffeyville Vitrified Brick and Tile Co. vs. St. Louis & 
San Francisco R. R. Co. et al. 


September 21—Greensboro, N. C.—Examiner McGehee: 
7481—North State Lumber Co. vs. Southern Ry. Co. et al. 
5826—Snow Lumber Co. vs. Raleigh, Charlotte & Southern 

Ry. Co. et al. 

7540—Guilford Lumber Mfg. Co. vs. Southern Ry. et al. 

7943—Owen M. Bruner Co. et al. vs. Southern Ry. et.al. 

a ne p. W. Slade Glass Co. vs. Virginia & S. W. Ry. Co. 
et al. 

September 21—Cleveland, O.—Examiner Mattingly: 
7715—Troxel Mfg. Co. vs. N. Y. C. R. R. 
7992—Empire Oil Works et al. vs. N. Y. C. R. R. et al. 

September 22—Buffalo, N. Y.—Examiner J. Edgar Smith: 
7873—Chautauqua Refrigerating Co. vs. Erie R. R. Co. 
8076—Cataract Refining and Manufacturing Co. vs. A. T. & 

S. F. Ry. Co. et al. 

feptember 22—Des Moines, Ia.—Examiner Flynn: 

— Baking Co. vs. C. M. & St. P. R. R. Co. 

. et al. 

8002—F.. Brody & Sons Co. vs. S. A. L. Ry. et al. 

8014—Prusia Hardware Co. vs. C. H. & D. Ry. Co. et al. 

a ye Lake Tank & Silo Co. vs. Louisiana Ry. & Nav. 

o. et al. 

September 23—Akron, O.—Examiner Mattingly: 
7820—Robinson Clay Products Co. vs. A. C. & Y. Ry. Co. et al. 

September 23—Chicago, Ill.—Examiner Thurtell: 

Fourth Section Application No. 10252—R. H. Countiss, agent, 
for the transcontinental railroads asking authority to es- 
tablish reduced rates from eastern to Pacific coast terminal 
points. 

September 23—Des Moines, Ia.—Examiner Flynn: 
8077—Mulroney Mfg. Co. vs. L. & N. R. R. Co. et al. 
8097—Hanna Mfg. Co. vs. Southern Ry. Co. et al. 

September 23—St. Paul, Minn.—Examiner Gutheim: 

1. & S. 657—Lr¢mber rates from International Falls, Minn. 

September 23—Joplin, Mo.—Examiner Wilson: 
8059—Picher Lead Co. vs. M. P. Ry. Co. 

September 24—Springfield, Mo.—Examiner Wilson: 
8021—Wilhoit Refining Co. vs. M. K. & T. Ry. Co. 

September 24—Asheville, N. C.—Examiner McGehee: 

7 Bros. Lumber Co. vs. Tallulah Falls Ry. Co. 
et al. 

September 24—Des Moines, Ia.—Examiner Flynn: 
8092—Maytag Co. vs. Central of Georgia Ry. Co. et al. 
on Glove and Mitten Co. vs. A. C. L. R. R. Co. 

et al. 

te aaa Valley Milling Co. vs. C. M. & St. P. Ry. Co. 
et al. 

September 24—Sioux City, Ia.—Examiner Hagerty: 
oe City Commercial Club vs. American Express Co. 

et al. 

September 24—Duluth, Minn.—Examiner Gutheim: : 
7845—Commercial Club of the City of Duluth vs. Big Fork & 

International Falls Ry. Co. et al. 

September 24—Elmira, N. Y.—Examiner J. Edgar Smith: 
8096—M. H. Stebbins vs. D. L. & W. R. R. Co. et al. 
7879—Asa Wilcox vs. Erie R. R. Co. et al. 

September 24—Galveston, Texas—Examiner Brown: 

* i S. 685—Rates on cottonseed products to Port Arthur, 

exas. 

7653—Union Lumber Co. vs. G. C. & S. F. Ry. Co. 

September 24—Canton, O.—Examiner Mattingly: 
7798—Metropolitan Paving Brick Co. vs. W. & L. E. et al. 

September 25—Williamsport, Pa.—Examiner J. Edgar Smith: 
8027—Keystone Lumber Co. vs. Bennettsville & Cheraw R. R. 

Co. et al. 

September 25—St. Louis, Mo.—Examiner Wilson: 

1. & S. 658—Rates on cooperage stock to St. Clair, Mich. 
7857—Wallon Stave Co. vs. St, L. I. M. & S. Ry. Co. et al, 

September 25—Steubenville, O.—Examiner Mattingly: 
7825—John H. Murchland et al. vs. P. C. C. & St. L. Ry. Co. 

September 27—Houston, Texas—Examiner Brown: 
8086—Nona Mills Co., Ltd., vs. K. C. Sou. Ry. Co. et al. 

September 27—Des Moines, Ia.—Examiner Flynn: 
7990—American Pearl Button Co. vs. Illinois Central R. R. Co. 





et al. 

7991—American Pearl Button Co. vs. N. C. & St. L. Ry. Co. 
et al. 

g003—American Pearl Button Co. vs. C. B. & Q. R. R. Co. 
et al. 


September 27—Pittsburgh, Pa.—Examiner Mattingly: 
as <i ae al & Semans Lumber Co, et al. vs. B. & O. R. R. 
Co. et al. 
8067—Palmer & Semans Lumber Co. et al. vs. B. & O. R. R. 
Co. et al. 
September 27—Macon, Ga.—Examiner McGehee: 
7881—Bibb Brick Co. vs. Central of Georgia et al. 
September 27—St. Louis, Mo.—Examiner Wilson: 
7859—Star Clothing Co, vs. M. K. & T. R. R. 
7866—Broderick & Bascom Rope Co. vs. L. & N. Ry. Co. et al. 
ar’ 17 se ame ee at Milling Co. vs. Iron Mountain 
et al. 
September 28—St. Louis, Mo.—Examiner Wilson: 
7944—J. W. Teasdale & Co. vs. Virginia & Southwestern et al. 
7962—Union Saw Mill Co. vs. Iron Mountain et al. 


September 28—Des Moines, Ia.—Examiner Flynn: 
8099—Marshalltown Buggy Co. vs. Wabash R. R. Co. et al. 
8100—Marshalltown Buggy Co. vs. C. B. & Q. R..R. Co. et al. 
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8123—Des Moines Gas Co. vs. C. B. & Q. R. R. Co 
September 28—Milwaukee, Wis.—Examiner Gutheim: 
5650—Chas. Becker, trading as Wisconsin Coal Co., vs. Pere 
Marquette R. R. Co. 
September 28—Jacksonville, Fla.—Examiner McGehee: 
7979—W. M. Seegar et al, vs. A. B. & A. et al. J 
8057—St. Elmo W. Acosta vs. M. & M. Transportation Co. 


September 29—St. Louis, Mo.—Examiner Wilson: 
7966—East St. Louis Cotton Co. vs. St. L. & S. F. et al. 
972—Graham Paper Co. vs. Canadian Pacific et al. 
7988—Acme Cement Plaster Co. vs. C. R. I. & P. et al. 


September 29—Fort Worth, Texas—Examiner Brown: 

ee Worth Freight Bureau vs. Abilene & Southern Ry 
o. et al. 

September 29—Chicago, I1l—Examiner Gutheim: 
1. & S. 615—Rates via rail-and-lake routes. 

September 29—Des Moines, Ia.—Examiner Flynn: 
8044—Hall Manufacturing Co. vs. C., M. & St. P. 

September 30—Bainbridge, Ga.—Examiner McGehee: 
9717—Chattachoochie Lumber Co. vs. A. C. L. et al. 


September 30—St. Louis, Mo.—Examiner Wilson: 
8023—Lumaghi Coal Co. vs. Wabash R. R. Co, et al. 
8055—Dorris Motor Car Co. vs. Wabash R. R. et al. 
8089—Cruden-Martin Mfg. Co. vs. Mo. Pac. et al. 


September 30 to October 2—Argument at Washington, D. C.: 
Fundamental principles involved in the work of making val- 
uation of the property of common carriers. 
October 1—St. Louis, Mo.—Examiner Wilson: 
6168—Vulcan Coal and Mining Co. vs. Illinois Central. 


October 1—Dallas, Tex—Examiner Brown: 
7628—Dallas Chamber of Commerce et al. vs. A. T. & S. F. 
Ry. Co, et al 


October 2—Pensacola, Fla.—Examiner McGehee: 
8045—G. S. Baxter & Co. vs. Florida, Alabama & Gulf et al. 
8046—G. S. Baxter & Co. vs. L. & N. R. R. Co. 


October 4—New Orleans, La.—Examiner McGehee: 
7646—John S. Seymour vs. G., H. & S. A. Ry. 
7647—Baker-Wakefield Cypress Co., Ltd., vs. Texas & Pacific 
Ry. Co. et al. 
7650—S. T. Alcus & Co., Ltd., vs. Illinois Central et al. 
October 4—Chicago, Ill—Examiner Gutheim: 
1. & S. 668—Illinois grain rates. 


October 4—Tulsa, Okla.—Examiner Brown: 
7854—Tulsa Traffic Assn. vs. Santa Fe et al. 


October 5—New Orleans, La.—Examiner McGehee: 
7836—W addell-Williams Lumber Co. vs. M., L. & T. R. R. & 
8S. S. Co. et al. 
7840—William H. Sheets vs. L. & N. R. R. 
sr ahaa Henderson vs. M., L. & T. R. R. & S. S. Co. 
et al. 
October 6—New Orleans, La.—Examiner McGehee: 
7858—Bowie Lumber Co. vs. M., L. & T. R. R. & S. S. Co. 
7956—The Cherie Cypress Co. vs. T. & P. Ry. et al. 
= oo Lumber Co., Ltd., vs. M., L. & T. R. R. & S. S. 
o. et al. 


October 6—Ft. Smith, Ark.—Examiner Brown: 
|. & S. 667—Rates on lime from Arkansas points. 
1. & S. 646—Arkansas class and commodity rates. 


October 6 and 7—Argument, Washington, D C.: 
1. & S. 600—Western passenger fares. 


October 8—Memphis, Tenn.—Examiner Brown: 
“eae Merchants’ Exchange et al. vs. Illinois Central 
R. R. et al. 


October 8—Argument, Washington, D. C.: 
|, & S. 603—Eastern live stock case. 


October 8—Chicago, Ill.—Examiner Gutheim: 
8010—Leggett & Myers Tobacco Co. vs. A. & R. F. R. R. Co. 


October 9—Argument, Washington, D. C.: 

1. & S. 193—Advances on lumber, shingles and other articles 
from points located on the Washington Western Ry. to 
points in Minnesota, lllinois, Indiana and other states. 

|. & S. 170—Advances on excelsior from St. Paul, Minn., and 
other points to Chicago, Ill., and other points. 

1. & S. 182—Advances on flax tow, flax moss and flax fiber 
between St. Paul, Minn., Winona, Minn., and other points 
and Chicago and Peoria, Ill., Kansas City and other points. 

§315—Morris, Johnson, Brown Mfg. Co. vs. Illinois Central R. 
RB. Co. @ ail. 

7420—Minneapolis Manufacturing Co. vs. Pacific Ry. Co. et al. 

1. & S. 628—Rates on coal to Kentucky points. 

October 9—Argument at Washington, D. C.: 
* ree Bay Mfg. Co. vs. C. M. & St. P. Ry. 
So. et al. 
October 9—Lake Charles, La.—Examiner McGehee: 
7924—Independent Coal Operative Lumber Co. vs. Louisiana 
Western R. R. et al. 
October 11—Alexandria, La.—Examiner McGehee: 
8094—Williams Stave Co. vs. Louisiana Ry. & Nav. Co. 
October 11—Kansas City, Mo.—Examiner Bell: 

7026—Oklahoma Cottonseed Crushers’ Assn. vs. M. K. & T. 
Ry. Co. et al. 

748—Same vs. A. T. & S. F. Ry. Co. et al. 

October 11—Louisville. Ky.—Examiner Brown: 
7971—Henderson Cotton Mills vs. Louisville & Nashville et al. 
October 11—Chicago, Ill.—Examiner Gutheim: 
* nates Produce Co. vs. Baltimore & Ohio R. R. Co. 
et al. 

ene Poultry, Butter and Egg Association vs. B. & 
O. et al, 

7988—Cheese Dealers’ Association Co. vs. B. & O. et al. 

7987—Same vs. Atchison, Topeka & Santa Fe et al. 
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October 12—Shreveport, La.—Examiner McGehee: 
|. & S. 660—Fire brick rates to Louisiana points. 
7981—S. S. McCollough vs. Gulf & Sabine River R. R. et al. 
October 13—Argument, Washington, D. C.: 
I. & S. No. 604—Official Classification ratings. 
l. & S. No. 623—E'xport grain rates. 
October 13—Louisville, Ky.—Examiner Brown: 
6623—St. Matthews Produce Co. v. L. & N. 


October 14—Cincinnati, O.—Examiner Brown: 
— & Gamble Distributing Co. vs. A. & V. Ry. Co. 
et al. 
sat tae & Gamble Distributing Co. vs. A. & V. Ry. Co. 
et al. 


October 14—Argument, Washington, D. C.: 
1. & S. No. 619—Rates on lumber to eastern cities. 
October 14—Argument at Washington, D. C.: 
* 1. & S. 593—Rates on glucose from Chicago. 
* 7412—Pine Bluff Traffic Bureau vs. L. & N. R. R. Co. et al. 
* 7608—Commercial Exchange of Philadelphia vs. New York 
Central & Hudson River R. R. et al. 


October 15—Argument, Washington, D. C.: 
|. & S. No. 616—Rates on harness to Oklahoma points. 
|. & S. No. 144—Rules and regulations governing diversion. 
reconsignment and other privileges on coal, coke, iron ore 
and other commodities handled by carriers at Detroit. 
7760—Detroit Coal Co. vs. Michigan Central R. R. Co. 
5860—Petition of the Morgantown & Kingwood R. R. 
October 15—Clarksdale, Miss.—Examiner McGehee: 
7948—City of Clarksdale, Miss., et al. vs. Illinois Central et al. 
October 16—Argument, Washington, D. C.: 
7662—Grand Rapids Association of Commerce et al. vs. Ann 
Arbor R. R. Co. et al. 
7667—Jackson Chamber of Commerce vs. P. & L. E. R. R. 
Co. et al. 
7668—Battle Creek Chamber of Commerce et al vs. Pennsyi- 
vania Co. et al. 
sr * reahoed Car Co. et al vs. Grand Trunk Ry. Co. of Canada 
et al. 
7951—Kellogg Toasted Corn Flake Co. vs .Michigan Central 
R. R. Co. et al. 
7089—Jackson Chamber of Commerce et al. vs. Ann Arbor R. 
R. Co. et al. 
7371—Battle Creek Chamber of Commerce et al. vs.’ Baltimore 
& Ohio R. R. Co. et al. 
7422—Carter Car Co. et al. vs. K. & M. Railway Co. et al. 


October 16—Cincinnati, O.—Examiner Brown: 
8034—Ohio Association of Creamery Owners and Manufactur- 
ers vs. B. & O. et al. 
October 18—Pittsburgh, Pa.—Commissioner Harlan: 
*§6210—In the matter of rates on iron ore, C. L., from Lake Erie 
ports to points in Ohio, West Virginia and Pennsylvania. 
* 6026—Wheeling Steel and Iron Co. vs. Pennsylvania Co. et al. 
* 6027—Pittsburgh Steel Co. vs. Lake Shore & Michigan South- 
ern Ry. Co: et al. 
October 18—New Albany, Miss.—E’xaminer McGehee: 
8037—J. U. Wicker et al. vs. St. L. & S. F. et al. 


October 18—Columbus, O.—Examiner Brown: 
8025—Goldcamp Mill Co. vs. N. & W. R. R. Co. 


October 19—Cleveland, O.—Examiner Brown: 
\(. & S. 670—Rates on petroleum products from Kansas points. 


October 20—Florence, Ala.—Examiner McGehee: 
7733—Thoele-Phillips Mfg. Co. vs. Erie R. R. Co. et al. 


October 22—Pittsburgh, Pa.—Commissioner Harlan: 
* 7779—Monassen S. W. Ry. Co. vs. the Pittsburgh & L. E. 
R. R. Co, 


October 28—Argument, Washington, D. C.: 
6901—Andreas Gunderson vs. Gulf & Ship Island R. R. 
7830—Northern Colorado Fuel Co. vs. C. W. & E. R. R. Co. 
et al. 
7796—South Canon Coal Co. et al. vs. Colorado Midland et al. 
7790—American National Live Stock Association et al. vs. 
Oregon Short Line Railroad et al. 


October 25-26—Argument, Washington, D. C.: 

7352—Traffic Bureau Commercial Club of St. Joseph vs. Chi- 
cago & North Western Ry. Co. et al. 

7447—Traffic Bureau Commercial Club of Atchison vs. Same. 

7501—Dept. of Traffic Commercial Club of Kansas City, Mo., 
vs. C., B. & Q. R. R. Co. et al. 

7461—Council Bluffs Commercial Club vs. Chicago & North 
Western Ry. Co. et al. 

7311—Traffic Bureau Commercial Club of Sioux City vs. Same. 


October 27—Argument, Washington, D. C.: 
7869—Steamship Great Northern. 
4800—Scloss-Sheffield Co. vs. L. & N. R. R. Co. et al. 


October 29—Argument, Washington, D. C.: 
Fourth Section Applications Nos. 461 and 869. 
7250—Shreveport Chamber of Commerce et al. vs. 
Ry. Co. et al. 
7584—Lafayette Chamber of Commerce vs. M., L. & T. S. S. 
& R. R. Co. et al. 
7573—F. S. Royster Guana Co. vs. Atlantic Coast Line et al. 


October 30—Argument, Washington, D. C.: 
7736—Paducah Board of Trade vs. Illinois Central et al. 
7737—Paducah Board of Trade vs. C., B. & Q. et al. 
7738—Paducah Board of Trade vs. A. & S. Ry. Co. et al. 


R. R: Co. et al. 





A. & V. 





1. AND S. DOCKET NO. 606—RATE INCREASES IN WEST- 
ERN CLASSIFICATION TERRITORY: NO. 2. 
Hearings at La Salle Hotel, Chicago—Examiner Hines. 


Sept. 20 to Sept. 25, Inclusive—Proposed increased rates on agri- 
cultural implements, boxes (wagon), wagons and parts, 
wheels (buggy, carriage and wagon), windmills and parts, 
canned goods, flue lining, furniture, poultry (dressed). Pro- 
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posed changes in rules and practices relating to storage of 

agricultural implements in transit, genera] transit rules on 

grain, etc., mixing of grain in transit, milling of grain in 

transit, cleaning of grain in transit, changing of destination 

of grain, live poultry—attendants in charge of, live poultry 
—stopping in transit to finish loading, packing-house prod- 
uets—reshipping from Memphis, racks in refrigerator cars 
for protection of dressed poultry and dairy freight. 

Sept. 27 to .Oct. 2, Inclusive—Proposed increased rates on 
asphalt and asphaltum, beer and liquor, brick, brooms, but- 
ter, barrels and tierces, boxes, board (binder, chip, fiber, 
pulp, straw, wall and wood pulp), bob sleds, beans and 
pears (dried), baking powder, brass articles, broom handles, 
broom material, bagging, bauxite ore, bottle carriers, boot 
and shoe findings, boot and shoe lasts, boots and shoes, 
cordage, cement, clothing material, clothing, condensed 
milk and evaporated cream, cider, co%ee, carriers (empty, 
returned), clam shells, cucumbers, corn syrup, cottonseed 
meal, cider apples, eggs, egg cases (wooden), egg case mate- 
rial, egg case fillers, fuel wood, fans, glassware, glass bot- 
les and glass jars, glucose, grapes, granite and marble, 
gravel, galvanized iron tubs, hollow building tile, harness 
and saddlery, hollowware, ice, iron and steel barrels, iron 
and steel wire, iron and steel articles, iron pipe couplings, 
junk, kraut, lumber, etc., lime, linseed oil, leather, machin- 
ery and machines, matter (printed), nails, oil cake and oil 
meal, overalls, oil, plaster board, pickles, paper, powder, 
plaster, pipe hangers, roofing material, railroad track fasten- 
ings, steel rails and cross-ties, sugar, soap, structural iron, 
sawdust, scrap iron and steel, silicate of soda, sewer pipe, 
saw log, steel billets, steel scale, shirts (work), spelter, 
stove and machinery castings, stoves and ranges, sand, 
stone, stove furniture and furnace parts, tin cans and pails, 
vinegar, vitrified hollow building tile, wall plaster, wire 
rope. 

Class Rates—Proposed changes in rules and practices relating 
to absorption of drayage, handling and switching charges 
at shipside, apples stored in transit, apples—exceptions to 
Western Classification, bananas—stopover privilege, cancel- 
ation of rates on shipments given transit privileges, celery 
—storage in transit, car rental charges—exceptions to, de- 
livery of grain at gulf ports, dipping of sheep in transit, 
live stock—minimum weights, onions—storage in transit, po- 
tatoes—stopping in transit, potatoes—storage in_ transit, 
rules for handling empty acid drums and oil barrels, rice— 
transit privileges on rough, clean and brewers’, rules cov- 
ering carloads of one or more commodities, part transit 
and part non-transit (grain), reconsigning and diversion 
via M. K. & T., storage and reconsignment of apples, 
stopping to partly unload wooden signboards, stopover in 
transit privileges on rice, restriction of transit privileges at 
New Orleans and Port Chalmette, reconsignment of hay 
and straw, switching, switching (set back grain to eleva- 
tor and warehouses), weighing carload freight. 


DIGEST OF NEW COMPLAINTS 


No. 8253. Marinette-Green Bay Mfg. Co., Marinette and Green 
Bay, Wis., vs. Illinois Central et al. 

Unjust and unreasonable rates on excelsior and excelsior 
pads, C. L., from Marinette to all points east of the Missis- 
sippi. Ask for a just and reasonable rate not to exceed 10 
cents on excelsior and pads, Marinette to Chicago, instead of 
12% cents on excelsior and 15 cents on pads, and through 
rates not to exceed 75 per cent of the present rates from 
Marinette, also reparation. 

No. 8255. New Orleans Joint Traffic Bureau vs. Alabama & 
Mississippi et al. 

Against increases of rates on sugar from New Orleans to 
the south and southeast, as unjust, unreasonable and dis- 
criminatory in favor of New York and Philadelphia. Asks 
for a cease and desist order and just and reasonable rates. 

No, 8256. George W. Hartzell, Piqua, vs. Chicago, Indianapolis 
& Louisville et al. 

Against a rate of 13 cents on walnut logs from Indiana 
points to Piqua. Ask for a rate not exceeding 11 cents and 
reparation. 

No. 8257. Rundle Mfg. Co., Greenfield, Wis., vs. C. & N. W. 
et al 

Against a rate of $2.95 on enameled lavatory basins from 
Milwaukee to Seattle, Wash., as unjust and unreasonable. 
Asks for a rate of $2 and reparation. 

No. 8258. Napanee (Ind.) Lumber and Mfg. Co. vs. B. & O. 
et al. 

Unjust and unreasonable rates on silo material in Official 
Classification territory. Asks for a cease and desist order, 
the establishment of just and reasonable classifications and 
reparation. 

No. 8259. Thane Lumber Co. et al., Arkansas City, Ark., vs. 
St. Louis, Iron Mountain & Southern et al. 

Unduly, prejudicial and disadvantageous, unjust, unreason- 
able and unduly discriminatory rates on logs and lumber from 
Arkansas City to points in Illinois, Missouri, Indiana, Ohio, 
Kentucky. Michigan, New York, Pennsylvania, Minnesota, 
Iowa, Maryland and Canada. Ask for just and reasonable 
rates and reparation. 

No. 8260. Nehpi Plaster and Cement Co., Gypsum and Salt 
Lake City, Utah, vs. Atchison et al. 

Against carload rates on cement from Gypsum, Utah, to 
San Francisco and interior California points, as unjust and 
unreasonable. Ask for just and reasonable rates. 

a, se J. F. Hillerich & Son Co., Louisville, vs. Illinois 
entral. 

Against a minimum of 36,000 pounds on baseball bats from 
Louisville to Dallas, as unjust and unreasonable. Ask for a 
minimum -of 30,000 pounds and reparation. : 

No. oom ae B. A. Kern & Sons, Milwaukee, vs. C., M. & 
St. P. et al. 
Against a failure of the Washington & Old Dominion R. R. 
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Co. to provide for reconsignment privileges on flour and feed 

shipped from Milwaukee to Leesburg, Va., reconsigned at 

Vienna, Va. Ask for cease and desist order, reconsignment 

privileges and reparation. 

No. 8263. Coal Operators’ Traffic Bureau of St. Louis vs. C., 
B. & Q. et al. 

Unjust and unreasonable rates, per se, and relatively on 
coal from the Belleville group to destinations in Missouri, 
Iowa, Wisconsin, Nebraska and Illinois as compared with 
rates from the southern Illinois group. Asks for reasonable 
rates and reparation. 

No. 8264. Swift & Co., Chicago, vs. C., B. & Q. 

Unjust and unreasonable charges on sheep from South 
Omaha to South St. Joseph, arising from a failure to furnish 
double-deck cars when ordered. Asks for a cease and desist 
order and the establishment of a rule or regulation to the 
effect that when double-deck cars cannot be furnished on 
order from a shipper, two single-deck cars may be furnished, 
to be used on the basis of the rate and minimum of the cars 
ordered, and reparation. ; 

oo" — Hanford Produce Co., Sioux City, Ia., vs. B. & O. 
et al. 

Against rates of $2.50 per ton in lots of 15,000 pounds or 
more and 5 to 10 cents per 100 in lots under 15,000 pounds of 
ice furnished in connection with shipments of butter and 
eggs from Sioux City to New York, N. Y., Worcester, Mass., 
New Haven, Conn., Providence, R. I., Hartford, Conn., 
Springfield, Mass., Buffalo, N. Y., and other points in Official 
Classification territory, as unjust and unreasonable. Ask for 
maxima rates and rules and regulations as the Commission 
may deem just and reasonable and reparation. 

No. 8266. F. T. Crowe & Co., Seattle, vs. Great Northern et al. 

Against rates of $1.50 on C. L. and $3.50 on L. C. L. of 
concrete spouting and hoppers between points in Indiana and 
Seattle, as unjust and unreasonable. Ask for $1,063.77 as 
reparation. 

No. 8267. Purity Oats Co., Keokuk, Ia., vs. C., B. & Q. et al. 

Against a rate of 53.9 cents on C. L. shipments of rice and 
premiums from Keokuk to Arkansas City, as unjust, unrea- 
sonable and unduly discriminatory. Ask for the cereal rate 
of 45.1 cents and reparation. 

No. 8268. Iowa Valve Co., Oskaloosa, Ia., vs. C., B. & Q. et al. 

Against the fifth class rate of 22 cents on C. L. shipments 
of fire plugs from Oskaloosa to New Duluth, as excessive, 
unjust and unreasonable. Ask for a commodity rate and 
reparation, 

No. 8269. The Miller-Jackson Grain Co., Tampa, Fla., vs. Pon- 
tiac, Oxford & Northern et al. 

Unjust and unreasonable demurrage charges on a car of 
hay from Dryden, Mich., to Tampa, Fla., due to negligence 
on the part of the carriers. Asks for reparation. 

~ a H. M. Stocking, Minneapolis, vs. M., St. P. & S. 

Against a rate of 7% cents on C. L. shipments of wood 
bolts from Black River Spur, Wis., to Minnesota Transfer, 
as unjust, unlawful and unreasonable. Asks for a rate not 
exceeding 4% cents and reparation. 

- ie The Hutchinson (Kan.) Traffic Bureau vs. Atchison 
et al. 

Unjust, discriminatory and unreasonable commodity rates 
from Hutchinson to points in Colorado. Asks for just and 
reasonable rates. 

No. 8272. ia Hutchinson (Kan.) Traffic Bureau vs. C., R. IL 
& P. et al. 

Unjust and unreasonable rates from Hutchinson to points 
in Oklahoma, Texas and New Mexico and discriminatory in 
favor of jobbers in Kansas City, St. Joseph, Omaha, Lincoln 
and other commercial centers in Oklahoma, Kansas, Missouri 
and Nebraska. Asks for just and reasonable rates. 

No. 8273. City of Springfield, Tenn., et al. vs. Louisville & 
Nashville. 

Unjust and unreasonable rates on coal from mines on the 
line of the L.-& N. in western Kentucky to Springfield and 
Nashville. Ask for just and reasonable rates and reparation. 
No. 8274. Milwaukee-Western Malt Co., of Milwaukee, Wis., vs. 
Chicago & Northwestern et al. 

Unjust and unreasonable rates on shipments of malt from 
Milwaukee to Chihuahua, Mexico, by reason of improper rates 
of exchange. Ask for cease and desist order and reparation. 
No. 8275. Western Carolina Lumber and Timber Association 
et al. vs. Southern Ry. Co. et al. 

Unjust and unduly discriminatory rates and charges on 
shipments of lumber from North Carolina points to destina- 
tions in New Jersey, Pennsylvania and New York. Ask for 
reasonable rates and reparation. 

No. 8277. The Traffic Bureau of the Toledo Commerce Club vs. 
Ann Arbor et al. 

Unreasonable, excessive and arbitrary rates from Toledo to 
points in Michigan, especially with regard to oil, petroleum 
and petroleum products, drain tile, building blocks and brick, 
etc. Ask for just, reasonable and nondiscriminatory rates 
and reparation. 

No. .8278. The Culmers Co., Salt Lake City, Utah, vs. Atchison, 

Topeka & Santa Fe et al. : 
Against a rate of $1.09 per 100 pounds, on petroleum prod- 

ucts, in tank cars, Muskogee, Okla., to Salt Lake City, Utah, 


#@s unjust, unreasonable and unduly discriminatory. Ask for 
reparation. 
No, 8279. Herrick Refrigerator and Cold Storage Co., Water- 


loo, Ia., vs. Chicago Great Western et al. 

Against C. L. and L. C, L. rates on household refrigerators, 
Waterloo to points in Tennessee, Missouri and Oklahoma as 
unjust and unreasonable, the through published rate exceed- 
rad the sum of the locals. Ask for maxima rates and repara- 

on. 

No. 8280. Monroe Grocery Co., Monroe, La., vs. New York, 
New Haven & Hartford R. R. Co. et al. 

Against a rate of 80c per 100 pounds on C. L. shipments of 
loaded shells and cartridges, Bridgeport, Conn., to Monroe, as 
unreasonable and excessive. Ask for the application of a rate 
not to exceed 65c and reparation. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 53 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


FRIDAY, SEPTEMBER 17. 

Docket No. 530—4:00 P. M. 

Descriptions by Uniform and Ratings by 

Western Classification Committee. 

Steam, cast iron (see Note): S. U., 
loose or in packages, L. C. L., first class; K. D., or in sec- 
tions, loose or in packages, L. C. L., fourth class; loose or 
in packages, C. L., minimum weight 24,000 pounds (Subject 
to Rule 6B), fifth class. 

Boilers, Hot Water or Steam, cast iron (see Note), loose or 
in packages, and Radiators, Hot Water or Steam, iron or 
steel, loose or in packages, mixed C. L., minimum weight 
30,000 pounds, fifth class. 

Note.—Ratings include equipment of Damper Regulators, 
Gages, Stove Cement, Safety Valves or Firing Tools con- 
sisting of Pokers, Scrapers, Hoes, Slice Bars or Wire 
3rushes, 


Boilers: Hot Water or 


(Cancels Item 39, Page 305.) 


WEDNESDAY, SEPTEMBER 29. 
Docket No. 531—10:00 A. M. Submitted by Carriers. 
Eliminate mixed carload rating on Toe Calks and Horse Nails, 
Item 22, Page 211. 


Docket No. 532—10:15 A. M. Submitted by Shippers. 
Rum: Denatured: In glass or earthenware, packed in barrels 
or boxes, L. C. L., first class; in metal cans in barrels or 
boxes, L. C. L., second class; in bulk in barrels, L. C. L., 
third class; in packages named, Cc. L., weight 30, 600 pounds, 
fifth class: in tank cars, C. ae actual weight (subject to 
Rule 32), fifth class, 
(Cancels Item 535, Sup. 8.) 
Docket No, 533—10:30 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Separators, Oil or Steam, not oth- 
Loose or on skids, L. C. L., sec- 
ond class; in barrels, boxes or crates, L. C. L., second 
class; in packages, loose or on skids, straight or mixed 
c. L., minimum weight 24,000 pounds (subject to Rule 6B), 
class A. 


Machinery and Machines: 
erwise indexed by name: 


(Cancels Item 6, Page 239.) 


Docket No. 534—11:00 A. M. 
Descriptions by Uniform and Ratings by 

Western Classification Committee. 

Iron or steel, less than one-half inch 
mesh: In barrels, boxes, crates or rolls, L. C. L., second 
class; in packages named, straight or mixed C. L., mini- 
mum weight 30,000 pounds, fifth class. 

(Cancels Items 7, 8 and 9, Page 336; also cancels Wire Cloth 
from Items 10 and 21, Page 172, and Netting less than one- 
half inch mesh from same items.) 


Docket No. 535—11:40 A. M. 

Descriptions by Uniform and Ratings by 

Western Classification Committee. 

iron or steel: In bundles, L. C. L., first 

class; in bags, L. C. L., third class; in barrels, boxes or 

crates, L. .C. L., third class; in packages named, C. L., 
minimum weight 36,000 pounds, fifth class. 

Sucker Rod Poles, wooden, in the rough: In bundles, L. C. L., 
fourth class; loose or in packages, C. L., minimum weight 
36,000 pounds, class B. 

Sucker Rods, iron or steel: Loose, L. C. L., fourth class; in 
boxes, bundles or crates, L. C. L., fourth class; loose or 
packages, C, L., minimum weight 36,000 pounds, fifth class. 

Wooden, ironed: In boxes, bundles or crates, L. C. L., fourth 
class; loose or in packages, C. L., minimum weight 30,000 
pounds, fifth class. 

(Cancels Items 12, 13 and 14, Page 282; Item 18, Page 308; can- 

cels Sucker Rod Joints from Item 8, Page 282.) 


Docket No. 536—2:00 P. M. Submitted by Shippers. 
Silver Plated Ware, not otherwise indexed by name, in boxes, 


first class. 
(Amends Item 5, Page 196.) 


Docket No. 537—3:00 P. M. Submitted by Shippers. 
Agricultural Implements, Other than Hand: Hay Trucks, two- 
wheeled: K. D, flat, loose or in packages, L. C. L., third 
class; loose or in packages, Cc. L., minimum weight’ 24,000 
pounds (subject to Rule 6B), class A. 
(New Item.) 


THURSDAY, SEPTEMBER 30. 
Docket No. 538—10:00 A. M. Submitted by Shippers. 
Furniture Polish, not otherwise indexed by name: In metal 
cans in barrels or boxes, L. C. L.. second class. 
(To amend Item 27, Page 190.) 


Wire Cloth or Netting: 


Sucker Rod Joints, 
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Docket No. 539—10:30 A. M. 

Slag (Basic Phosphate): In bulk 
class; in packages named or in 
weight 30,000 pounds, class E. 


Docket No. 540—11:00 A. M. 
Electric Stoves or Ranges, skeleton frame, K. D., 
crates, third class. 


Submitted by Shippers. 
in bags, L. C. L., fourth 
bulk, Cc L., minimum 


Submitted by Shippers. 
in boxes or 


(New Item.) 


Docket No. 541—11:45 A. M., 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Building Blocks, cement or concrete: Loose or in packages, L. 
C. L., fourth class; looSe or in packages, C. L., minimum 
weight 36,000 pounds, class E. 
(Cancels Cement Building Blocks from Item 25, Page 313.) 


Docket No. 542—2:00 P. M. 

Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Agricultural Implements, Other than Hand: Transport Trucks, 
two-wheeled, other than Harrow Carts: S. U., L. C. L., first 
class; K. D., in boxes, bundles or crates, L. C. L., third 
class; S. U. or K. D., loose or in packages, C. L., minimum 

weight 24,000 pounds (subject to Rule 6B), class A. 


Docket No, 543—2:15 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Agricultural Implements, Hand: 

Planters, not wheeled: In bundles, L. C. L., first claSs; in 
boxes or crates, L. C. L., first class; in packages named, 
C. L., minimum weight 24,000 pounds (subject to Rule 6B), 
third class. 

(Cancels Item 6, Pages 94 and 95.) 

Seeders, not wheeled: In boxes or crates, L. C. L., first class; 
in packages named, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), third class. 

(Cancels Items 4, 19 and 20, Page 94.) 


Docket No. 544—2:30 P. M. Submitted by Shippers. 
Well Bucket Bottoms, in barrels or boxes, third class. 
(New Item.) 


Docket No. 545—245 P. M. Submitted by Shippers. 

Blocks: Shipping, iron or steel, cast or pressed, for self-pro- 
pelled vehicles: Weighing each less than 50 pounds, loose 
or in bundles weighing less than 50 pounds, L. C. L., first 
class; weighing each 50 pounds or over, loose or in bun- 
dles weighing 50 pounds or over, L. C. L., fourth class; in 
bags, barrels or boxes, L. C. L., fourth class; in packages 
or loose, straight or mixed C. L., minimum weight 36,000 
pounds, fifth class. 


Docket No. 546—3:00 P. M. Submitted by Shippers. 
Stools, Folding, Step, Wooden, in crates, second class. 
(New Item.) 


Docket No. 547—2:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Flax Straw: 

Unthreshed: In bales or bundles, L. C. L., second class; in 
packages named, C. L.; minimum weight 24,000 pounds 
(subject to Rule 6B), class B. 

Threshed: In bales, L. C. L., third class; in bales, C. L., mini- 
mum weight 20,000 pounds (subject to Rule 6B), class C. 

(Cancels Item 17, Page 177.) 


Docket No. 548—3:30 P. M. 

Descriptions by Uniform and Ratings by 

Western Classification Committee. 

Machinery and Machines: Screening Machines, such as Coal, 
Rock or Ore Screening Machines: 

Revolving: S. U., loose or on skids, L. C. L., first class; K. 
D., screen sections taken apart, in packages, loose or on 
skids, L. C. L., second class; in packages, loose or on skids, 
Cc. L., minimum weight 24,000 pounds (subject to Rule 6B), 
class "A. 

Shaking: Loose or on skids, L. C. L., first class; in boxes or 
crates, L. C. L., first class; in packages, loose or on skids, 
. ws minimum’ weight 24,000 pounds (subject to Rule 6B), 
class A. 

(Cancels Item 3, Page 236; cancels Revolving Screens from Item 
11, Page 237; amend Item 13, Page 237, to provide for mix- 
ture of Revolving Screens with Crushers, Pulverizers and 
Screen Cylinders.) 


Docket No. 549—3.45 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Prison Work, iron or steel, not otherwise indexed by name: 
Loose or in packages, L. C. L., third class: loose or in 
packages, C. L., minimum weight 30,000 pounds, fifth class. 
(Cancels Prison Work from Item 31, Page 321.) 


Docket No, 550—2:25 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Agricultural Implements, Hand: 

Fanning Mills or Seed Cleaners, S. U., in boxes or crates, 
L. Cc. L., class D1; S. U., loose or detachable parts, such as 
Drums, Dust Hoods or Wind Chutes, Fan Boxes and Sieves 
removed and secured within main frame, in boxes or crates, 
L. C. L., first class; K. D, flat, in boxes or crates, L. C. L., 
first class; S. U. or K. D., loose or in packages, straight or 
mixed C. L., minimum weight 12,000 pounds (subject to 
Rule 6B), third class. 

(Cancels Item 11, Page 94.) 
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Docket No. 551—4:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Boxes: Lunch, without utensils: 

Tin: S. U., in barrels, boxes or crates, L. C. L., first class; 
K. D. flat or folded flat, in barrels, boxes or crates, L. C. 
L., third class; in packages named, C. L., minimum weight 
18,000 pounds (subject to Rule 6B), fourth class. 

Other Than Tin: S. U., in barrels, boxes or crates, one and 
one-half times first class; K. D. flat or folded flat, in bar- 
rels, boxes or crates, first class, 

Boxes, Lunch, containing utensils, in barrels, boxes or crates, 
class D1. 
(Cancels Items 11 and 12, Page 127.) 


IRON ORE RATE SITUATION 








THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Commissioner Harlan, on October 18, at Pittsburgh, 
will begin the taking of testimony in the complicated iron- 
ore rate situation produced by the adjustment made by 
the railroads in obedience to the order of the Commission 
in the complaint of the Pittsburgh Steel Co. against the 
96-cent ore rate from Lake Erie ports to Pittsburgh. The 
hearing will cover the Commission’s own proceeding, No. 
6210, and the complaints of the Wheeling Steel & Iron 
Co. and the Pittsburgh Steel Co., Nos. 6026 and 6027. Imme- 
diately thereafter, beginning on October 22, he will hear 
the testimony in the complaint of the Monessen South- 
western Railroad Co. against the Pittsburgh & Lake Erie. 

In the original complaint of the Pittsburgh Steel Co., 
the Commission found that the carriers were discriminat- 
ing against the steel and iron makers in the Pittsburgh dis- 
trict in that they were charging them 96 cents on iron 
ore while exacting only 60 cents from the iron and steel 
makers at Wheeling for hauls of substantially the same 
length. 

An order was made requiring the carriers to remove 
the discrimination. ‘They did that by reducing the Pitts- 
burgh rate to 88 cents and raising the 60-cent Wheeling 
rate to 88 cents. Immediately thereafter the Wheeling 
Steel & Iron Co. complainted against the 88-cent rate, as- 
serting that the railroads had no warrant for raising the 
60 cent; that they could have complied with the order of 
the Commission by reducing the Pittsburgh rate to the 
Wheeling figure. 

The Pittsburgh company also, without delay, filed an- 
other complaint, alleging that the 88-cent rate was dis- 
criminatory inasmuch as the rates to Ohio steel and iron 
points, such as Columbus and Ironton, had not also been 
changed. In that particular the Wheeling interests also 
allege undue discrimination, because they are now higher 
than the Ohio points with which they compete. They 
think they are in worse case than Pittsburgh, because they 
have to pay more to assemble the raw materials, other than 
iron ore, needed in the making of pig iron and steel, than 
their Pittsburgh competitors. 

The Monessen Southwestern, the complaint of which 
is to be heard October 22, is the Pittsburgh Steel Co.’s 
industrial railroad. It is demanding a division or allow- 
ance for the service it performs in carrying ore, coke and 
limestone to the furnaces of its proprietary company at 
Monessen, the same as were given to the industrial rail- 
roads of other steel plants, namely $2.25 per car on ore, 
$1.75 on coke and $1.60 on limestone. 

That short railroad filed its switching allowance tariff 
in July, 1913, but the P. & L. E. refused to make it effective 
on the ground that in its testimony in the Industrial Rail- 


ways case it had said it would not add to its list of in- 


dustrial roads and it meant to keep its promise to the 
Commission. Therefore, from July 20 to April 1, the day 
on which the trunk lines canceled their allowance to in- 
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dustrial roads, the Monessen got nothing. It is therefore 
claiming it was discriminated against during that period. 
Inasmuch as the courts have restored the short lines to 
their common carrier status, the Monessen expects to 
be treated on an equality with other furnace railroads. 

Commissioner Harlan took the testimony and wrote 
the first opinion in the Industrial Railways case. He dis- 
sented from the revised opinion of the Commission issued 
after the courts had dealt with the subject. 

When an attempt was made to take testimony in the 
complaint of the Wheeling interests, there was a dispute, 
never settled, as to where the burden of proof lay. The 
rate had been increased since Jan. 1, 1910. If the increase 
had been made on the initiative of the carriers, there would 
be no question about the burden being on the carriers, But 
they increased the Wheeling rate in obedience to the order 
of the Commission requiring them to remove the dis- 
crimination. The courts lean decidedly to the proopsition 
that when the Commission finds undue discrimination, the 
carrier must have the option of removing the discrimina- 
tion in the way that will hurt it least. For that reason 
the carriers have declined to assume the burden of proof 
of justifying the increase of the Wheeling rate from 60 
to 88 cents. 

The Wheeling interests contend that 60 cents is ample 
compensation for carrying the ore from the ports to 
Wheeling. Should the Commission so find, automatically 
the Pittsburgh rate would have to come down. 

When the carriers settled the relationship in rates be- 
tween Pittsburgh, Wheeling and the Ohio points, they took - 
into consideration the fact that they have comparatively 
long hauls on coke and limestone to the Ohio furnaces. 
Therefore they made comparatively low rates on ore. The 
ore rate to Pittsburgh was made high, as they said, be- 
cause they have only short hauls on coke and limestone to 
the Pittsburgh furnaces. 

The wheeling interests, however, ignore that part of 
the consideration the carriers said moved them to make 
that adjustment and insist upon a rate on ore regardless 
of the rates on other materials, because the Ohio furnaces, 
with hauls just as long as theirs have lower rates on ore. 
The Pittsburgh interests, whose complaints against the 96- 
cent rate brought about the decision that they should pay 
no more than Wheeling, now go along with Wheeling, 
although, as said before, they have low rates on coke and 
limestone. 


HARBOR IMPROVEMENTS AT PORTLAND 


(Commercial Agent W. B. Henderson, Seattle, Wash., in ‘“‘Com- 
merce Reports.’’) 





Portland, situated at the head of deep-water naviga- 
tion on the Willamette River, 12 miles above its con- 
fluence with the Columbia River, is distant 112 miles 
from the Pacific Ocean. The Willamette River ‘divides 
the city into two sections. The main business district 
is on the west side, where are located the principal in- 
dustries and railroad freight and passenger depots and 
terminal yards. At the present time the east side is more of a 
residence district, although large lumbering plants, grain 
elevators and docks, flouring mills, etc. occupy the 
water front there. 

If both banks of the river within the present city 
limits are included, there is a total water frontage of 
about 17 miles. Of this 11 miles are available for deep- 
sea shipping. If the Willamette River from the lower 
limits of the city to its confluence with the Columbia 
River is included, the frontage available for deep-sea 
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shipping becomes 21 miles, so that greatly increased 
dockage facilities can be readily supplied when the ship- 
ping interests of the port demand additional berthing 
space. 

The frontage mentioned above is based on quay 
construction, so that the berthing space can be ma- 
terially increased by piers and slips. The work of pro- 
viding the necessary depth to the docks on this latter 
frontage is excessive neither in the amount of material 
to be moved nor as to cost. The material is readily 
handled by suction dredges, as there is an entire absence 
of rock or bowlders in the harbor channel area. 

The harbor is of ample width, about 1,000 feet be- 
ing the minimum distance between harbor lines in that 
portion of the river used for deep-sea shipping, and the 
government and the Port of Portland have adopted the 
project for deepening the entire harbor area between 
the harbor lines to a depth of 30 feet at low water. 
Fresh-water conditions always obtain, and ice in the 
harbor or in the channel to the sea is practically un- 
known, 

In 1866, when the improvement of the channel was 
first undertaken, there were shoal places with but 10 to 
15 feet at low water. By dredging and other improve- 
ment work done by the government and the Port of 
Portland there is at the present time a low-water depth 
of practically 29 feet in the Columbia River and a 
somewhat less depth in the Willamette River, and it is 
expected that by the end of this year there will be a 
30-foot low-water ship channel from Portland to the sea. 
As soon as the 30-foot project has been fully completed, 
undoubtedly steps will be taken to have adopted a 
project for a 35-foot low-water channel of ample width. 

Columbia River Entrance—Private Improvements. 

Owing to the presence of very strong currents and 
large areas of uncontrolled sand pits, the channel at 
the Columbia River entrance wds subject to frequent 
changes in depth and direction prior to the time the im- 
provements undertaken there by the government had 
become effective. By the construction of a jetty seven 
miles long on the south side of the entrance—now com- 
pleted—the partial completion of a north jetty, and by 
dredging, the channel has been established in a perma- 
nent location and direction, and at the present time has 
a depth of 31 feet at low water. The approved: project 
now being carried to completion contemplates a low- 
water channel depth of 40 feet, and it is expected that 
at the close of dredging and jetty operations this year 
there will have been obtained a channel having a low- 
water depth of 36 feet and width of 2,000 feet. 


There has already been developed by private inter- 
ests a river frontage about five miles in length, which 
is now being used by vessels ranging from river boats 
_to coasters up to the largest ocean-going tramps. The 
principal docks for ocean carriers have a depth of 25 
to 30 feet at low water. There are about 20 docks, 
from which about 90 per cent of the deep-water ship- 
ping is done. These docks, varying in length from 300 
to 900 feet, are all of the quay type of construction. 
Several of these docks are equipped for handling freight 
economically, being supplied with derricks and electric 
conveyers, and about 90 per cent of these are con- 
nected with rail transportation. The capacity of the 
ocean docks. ranges from 7,000 to 25,000 tons, and the 
largest coal bunker has a storage capacity of 12,000 
tons. 

The Oregon Dry Dock Co. owns and operates a one- 
piece floating dock having a length of 340 feet, a width 
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of 60 feet and a depth over keel blocks of 18 feet. Its 
dead-weight capacity is 3,500 tons. 

The city of Portland has two docks in operation, 
which are described briefly as follows: 

Dock No. 1 is a quay dock 955 feet long, having two 
levels for a distance of 300 feet. This dock is 120 feet 
wide and covered with a fransit shed for its entire length. 
At one end of this structure are a slip and 60-foot open 
dock having a length of 484 feet. Along the open dock 
there will at once be constructed a transit shed, or ware- 
house, 175 feet wide and 330 feet long. The open dock 
has two railroad tracks, and bids are now being invited 
for furnishing a 20-ton locomotive crane to be used for 
handling heavy and bulk freight between vessel and cars. 
In rear of the main dock there is a one-story warehouse, 
approximately 200 feet square. Dock No. 2 is a two-level 
quay dock, 526 feet long and 120 feet wide, with transit 
shed the full length. 

There is a dredged depth at these docks of 30 feet at 
low water. They are of heavy mill construction and pro- 
vided with concrete fire walls and automatic sprinkler 
systems. Both docks are supplied with what are known 
as cargo masts for the expeditious and economical han- 
dling of cargo and elevators for the transference of 
freight between the two levels of the docks. Dock No. 1 
has electric conveyers between the dock and the ware- 
house’ and electric dock winches and electric dock autos 
as part of its cargo-handling equipment. The trackage 
provided at these docks and the warehouses is of suffi- 
cient capacity to accommodate at one time about eighty- 
five 50-foot cars. 

The port of Portland has a floating dry dock just 
below the city limits. It has a capacity for lifting a ship 
weighing 10,000 tons; its length is 468 feet, inside width 
82 feet, and depth over keel blocks 25 feet. 

Inland Waterways—Rail Connections. 

The inland waterways tributary to Portland are prac- 
tically all situated above the mouth of the Willamette 
River and drain an area within the states of Oregon, 
Washington, Idaho and Montana of about 200,000 square 
miles. With the recent completion of the Celilo Canal 
in the Columbia River there has been thrown open for 
continuous traffic, above the mouth of the Willamette 
River, 283 miles in the Columbia River to Priest Rapids, 
with a minimum depth of 6 feet at low water, and 146 
miles in the Snake River for about six months of the 
year. At Priest Rapids the Columbia is effectively blocked 
to navigation, and it will require extensive improvements 
to overcome this obstruction. 


The Willamette River is navigable above Portland 
for 171 miles during favorable stages and for a distance 
of 83 miles at nearly all stages. It is expected that the 
full use of these waterways will add greatly to the vol- 
ume of traffic which will flow in and out of the Columbia 
River from Portland’s constantly growing tributary ter- 
ritory. 

The port is served by the Union Pacific, Southern 
Pacific, Northern Pacific, Great Northern, and, through 
connections, the Burlington railway systems and by sev- 
eral interurban electric lines traversing rich agricultural 
districts. 


COMMISSION ORDER 


An order has been issued permitting the West Coast 
Lumber Manufacturers’ Association to become an _ inter- 
vener in Docket No. 8085, Western’ Pine Manufacturers’ As- 
sociation vs. The Canas Prairie Railroad Co., et al. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 


RAILROAD TARIFFS 


Editor THE TRAFFIC WORLD: 

The question as to whether railroad tariffs are be- 
coming more simplified or complicated is deserving of 
the serious consideration of the railroad traffic officials 
and association agents who have charge of tariff con- 
struction. 

Anyone having occasion to use Southwestern Line 
or Western Trunk Line tariffs, or even Central Freight 
Association tariff 117 series, applying on iron and steel 
to Wisconsin, etc., and last but not least, Texas state 
tariffs, has an answer all ready that might not be pleas- 
ing to the ear. 

The main Objection to Southwestern Lines and Cen- 
tral Freight Association tariff 117 is the superfluous 
rate items applying on the same commodities, and to be 
sure (?) of the rate it is necessary to check each item, 
and oftentimes rates may be found that conflict in vari- 
ous items; however, the point to be considered is the 
time consumed and the liability of overcharge caused by 
some railroad rate clerk, who, not having the time to 
bury himself in the tariff for an hour, uses the rate 
that “looks good” to him, while there may be a lower 
rate in the same tariff under a separate item. 





Much has been accomplished to simpilfy these tar- 
iffs, but much remains to be accomplished. 


The various class rate tariffs in Central Freight As- 
sociation territory are another source of trouble to be 
dealt with. The fact that each road issues its own tar- 
iffs is enough to condemn them, but each, it’ seems, 
must be different in construction from the -other in 
order that they may have “individuality,” regardless of 
“uniformity.” The P. & L. E. Railroad have a west- 
bound class rate tariff that comes nearer to the writer’s 
idea of simplicity than any other, but would other lines 
adopt this system? Doubtful. Each must be different, 
regardless of complications, and have at least eight or 
nine thousand rate basis numbers. However, the lines 
that have all Central Freight Association railroads em- 
bodied in One tariff are to be complimented, as the 
writer knows of one line that has a tariff for each indi- 
vidual railroad. For instance, a point on the Chicago 
& Alton line will be found in one tariff, while a point 
on the Wabash requires the use of another tariff ex- 
actly the same in construction. This means lost time 
to anyOne who has the misfortune to use them. The 
question of an association class rate tariff is now under 
consideration by the National Industrial Tariff League, 
and it is to be hoped that the railroads will favor such 
an improvement. 

It is needless to say that there are many tariffs 
that could be dispensed with and the contents embodied 
in one issue, but this is not nearly so important as 
complicated rate items that require time, unnecessary 
study and a copy of Webster’s to analyze. 

Railroad traffic officials and tariff agents would do 
well to spend some time in an honest effort to simplify 
tariffs, and in so doing save more time in the use of 


Times—Contributions Are Welcomed 








same by their employes and patrons than they may 
think possible. 

: H. D. McKnight. 
Warren, O., Sept. 9, 1915. 


A CALL TO LUMBERMEN 


Editor The Traffic World: 

At the thirteenth annual meeting of the National 
Lumber Manufacturers’ Association, held at San Francisco, 
Cal., on May 12-13, 1915, an important remark of its presi- 
dent, Robert H. Downman, was: “That resolutions were 
passed unanimously, then go downstairs, get a drink and 
forget it.” 

This should not only be sounded loud and long, but 
at this the most critical time in the history of the lumber 
industry, it should also awaken in the minds of all lum- 
bermen what they intend doing in the matter of reclassifi- 
cation of articles named in tariffs of carriers taking lum- 
ber rates and arbitraries higher than the lumber rate. 


While attention has been ‘given to various and dif- 
ferent items of interest that have from time to time 
come up before associated bodies and individual lumber 
interests, it is an undisputed fact that the traffic end of 
the lumber industry has been sadly neglected; this, for 
the same reason as that expressed by Mr. Downman in 
his address at the meeting above referred to. Then, too, 
it has been a most difficult task to interest non-members 
to become associated with the traffic organizations whose 
duties are to care for the interests of the lumber indus- 
try. Some feel that because they are not as large ship- 
pers as others they cannot afford the small item of ex- 
pense for the enormous benefit to be derived therefrom and 
the brunt of the burden is placed on a few of the more 
important shippers, but all alike sharing the benefits de- 
rived by the efforts of those who maintain a traffic de- 
partment or are members of a traffic association. 

Lumbermen are all alike in that they are human and 
will always object to freight rates, but no matter how 
unjust the rate or under what disadvantages they may be 
working with, regard to the item of rates, let someone 
broach the subject of a small expense towards the main- 
taining of a traffic bureau or the hiring of a traffic man 
to look after their individual interests, and their surprise 
could not be exceeded by a Jesse James daylight holdup. 

Before considering the few questions that the Inter- 
state Commerce Commission has placed before you, I 
think it would be of some value for lumbermen to ponder 
over some other questions, for instance: 

Did you ever stop to think of the amount of freight 
paid to carriers by the lumber industry? In 1914, $103,- 
574,192. Does it not stagger you? 

Did you ever make a comparison of the rates. borne 
by you as compared with that of other commodities, your 
privileges as compared with that of other industries? 

Did you ever consider why it is that your strongest 
competitors, the iron and steel industry and the cement 
and brick industry, have such adequate traffic departments, 
or, for that matter, the grain people, the packing house 
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products people, oil; in fact, any industry of any impor- 
tance? 

Did it ever occur to you that your individual traffic 
department, or if you are a member of a traffic bureau, 
that it is your only department that is a self-sustaining 
one and that it is not and never will be an item of dead 
expense? 2 

And if you do not maintain a traffic department and 
are not affiliated with some lumber traffic bureau, do you 
not think that this should have your most serious con- 
sideration? 

Has the thought ever crossed your mind that this is 
not the fight of the big shippers in the lumber industry 
or the large manufacturers, but that it affects us all and 
every shoulder should be thrown up against the wheel, so 
that if there are any benefits they will be shared by all 
alike? 

Mr. Downman said: “What are lumbermen to expect 
when they treat their own business in that way—we can- 
not blame anybody except ourselves—co-ordination and 
co-operation are something that is lacking?” 

Then are you going to hold off when everybody is 
telling you that the lumber industry is having the chance 
of a lifetime to present its troubles to the Interstate Com- 
merce Commission? Do you not think it would be well 
to give deep thought to the above phrase quoted from Mr. 
Downman’s speech, then ask yourself if you are willing 
to come to the front; not only are you willing, but you 
will render such aid as will help along the cause, instead 
of believing that because it is the consensus of opinion that 
this is a chance of a lifetime that those now interested and 
participating in action will do the necessary. 

Did you ever think that while some are saying that 
this is a chance of a lifetime, it will depend upon the co- 
operation of every individual interested in lumber and 
other forest products? 

Most important of all, has it occurred to you that 
against this chance of a lifetinve there is confronting you 
the hangman’s noose as presented to you by the questions 
enumerated by the Interstate Commerce Commission and 
an invitation to walk into that noose, invited by your- 
selves on account of the utter lack of co-operation, co- 
ordination and harmony? 

Lee Wilson & Company. 
P. S. Wilnau, Traffic Manager. 
Wilson, Ark., Sept. 7, 1915. 


OTHER SIDE OF THE FRISCO SITUATION 
Editor The Traffic. World: 

I notice in your paper an article written by Mr. 
W. B. Biddle, receiver and chief traffic officer of the St. 
Louis & San Francisco Railroad Co. In this statement 
Mr. Biddle attempted to defend the Frisco Railroad 
Co.’s attitude toward the Railroad Commission of Arkan- 
sas, and tried to impress on the minds of the general 
public and the shippers along his line that the railroad 
commission had not given due consideration to his 
tariff, 2806, effective April 22, 1915, only three days 
after the company had, by what appeared to me to be 
unfair means, procured a restraining order. 

It has always been the rule of this commission, 
when matters of this kind are to be heard, to give all 
interested parties at least ten days’ notice before action 
is taken, and then, after a hearing, unless agreement is 
reached between all parties concerned, in no case has 
the commission attempted to make a general tariff 
effective under ten days from the date of the order, 
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and, so far as this commission failing or neglecting to 
analyze Frisco Tariff 2806, this is without foundation 
as I know to my personal knowledge that ten minutes 
had not elapsed after this tariff was on the desk of our 
rate expert until the analysis of same began, and | 
assure Mr. Biddle that if the right spirit had been 
shown, or any rights of the shippers respected, there 
might have been an amicable agreement reached pend- 
ing the general hearing in St. Louis on December 11. 

Mr. Biddle will realize that after the decision of the 
United States Supreme Court in the Cotton Belt and 
Iron Mountain cases he joined with the other trunk line 
carriers in an application to this commission for a 
modification of our Standard Freight Distance Tariff 
No. 3, and the commission set the application down for 
hearing, and from time to time took considerable testi- 
mony, all of which, I assure him, has been reviewed 
by the writer. During the progress of these hearings 
it was decided by the commission to call upon the trunk 
lines, of which this line was one, for certain statistical 
data which was absolutely necessary for this commission 
to have in order to properly compile a tariff that would 
be fair to both the railroads and the shippers. The 
Other lines, without exceptions, furnished this data, but 
the Frisco positively refused to give us any considera- 
tion. We have since that time repeatedly asked them 
to furnish the commission with these figures. Frisco 
Officials contend that our Standard Freight Distance 
Tariff No. 5 did not have the same effect on traffic 
moving on their line as it does on the other trunk lines 
in the state. I deny this statement, however, to some 
extent, but there is no accurate way to determine this 
without the tonnage that moves for the various dis- 
tances on the railroad in question. With this data at 
hand, the railroad commission would have been able to 
determine exactly what the percentage would be of any 
tariff over or under former tariffs, but without this it 
was somewhat handicapped. 

As to Frisco Tariff 2806, their view of what would 
be a reasonable tariff, we can only say that this reflects 
upon them as business men, as to put in this tariff per- 
manently in Arkansas would have the effect of closing 
many of the industries on their line. Frisco shippers 
are appealing to us daily asking if there is’ anything 
we can do to give some relief. At first the commission 
felt, as it had had no notice whatever of the applica- 
tion for the restraining order and as the matter had 
been coldly taken out of our hands, it seemed that 
there was nothing we could do. However, we begar to 
check various rates in effect on their line of railroad 
from points in Arkansas to points outside the state, and 
found that many of these rates were much lower for the 
same distances under similar circumstances than these 
put in from points within the state. After checking 
these up, we found them so numerous and such a vast 
discrimination that we decided to go to the court and 
ask for a modification of their very undesirable tariff, 
so far as the commission and the shippers along the 
Frisco are concerned. A day was set for the hearing, 
and, when the facts were brought to the attention of 
the court, he immediately issued an order that this 
Tariff 2806, which Mr. Biddle says is his idea of rates 
that should apply in Arkansas (full ‘text of this order 
can be furnished by this office), provides that the Frisco 
railroad must put into effect immediately for traffic mov- 
ing over this. line in this state, a tariff similar to the 
court tariff, going into effect immediately after the in- 
junction in 1908. This court tariff provided very clearly 
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for joint rates, but after our rate expert had checked 
out all of the rates he could locate in conformity with 
the order of the court the officials of the Frisco Rail 
road absolutely refused to check in joint or proportional 
rates and switching rates, as had formerly been used 
under the court tariff. Now, you will notice that Mr. 
Biddle states that where there are two bases of rates 
used, that joint rates could not apply, therefore he de- 
sires to continue to charge the sum of locals, which 
still make many of his rates so high when freight moves 
off of his line on other lines that they cannot be used. 
However, at the same time they are maintaining joint 
rates in many of their interstate tariffs, &nd this alone 
is a very grave discrimination in favor of the inter- 
state shippers. It also developes that they are using 
sum of locals: in their refrigeration, that if a car is 
moving off their line only ten miles and is delivered to 
a connecting carrier there would be two refrigeration 
charges instead of one. This~ would make a $50 re- 
frigeration charge for a car of apples for twenty miles, 
or, if it was vegetables, it would be $70. Under their 
interstate tariffs, this would only be one: refrigeration 
charge, and would be $25 or $35, accordingly. 

A comparison of the rates in Frisco Tariff 2806 and 
the one modified by the court’s order, 2806-A, will at 
once show anyone what a burden their first tariff would 
have been to the shippers along this line. They had 
particularly complained of our class rates, and I wish 
to quote a few of their rates as quoted by their first 
tariff, 2806, and the modified’ tariff, 2806-A. Their first- 
class rates in their first tariff for 5 miles and under 
was 25 cents per 100 pounds; the rate in the modified 
tariff for the same distance is 13 cents per 100 pounds. 
Their rate on same basis for 50 miles, first class, was 
48 cents per 100 pounds; in their modified tariff it is 
27 cents per 100 pounds. For 100 miles, in their first 
tariff, the rate is 66 cents per 100 pounds; in their 
modified tariff it is 42 cents per 100 pounds, and about 
the same proportion exists throughout the entire scale. 
It is estimated by some of the shippers along the 
Frisco that this modified order will save them thou- 
sands of dollars per day—that is, as it now stands—but 
with the joint rate feature of the order carried out it 
will save much more. As to Mr. Biddle’s statement that 
joint or proportional rates cannot be put in, we wish 
to assure him that if he will agree to apply the scale 
made up by our rate expert that we will be as quick to 
present him the scale as he was to get his tariff in after 
he secured the restraining order. 

Assuring the shippers that we have been on the job 
night and day since this controversy began, and also 
assuring the Frisco Railroad that it is the intention and 
desire of this commission to treat all fairly, but not 
our intention to lay down on the job ‘intil some relief 
is given, I leave the matter for his corsideration. 

W. F. McKnight, 
Member of Railroad Commission of Arkansas. 
Little Rock, Ark., Sept. 1, 1915. 


CITY OF AUGUSTA - VOY. “2085.” 


Editor The Traffic World: 

“In every object there is an inexhaustible meaning,” 
wrote a French philosopher. “The eye sees what the 
mind brings means of seeing.” Even a grimy eqpense 
bill may serve a purpose. 

A recent expense bill conveyed the information, 
“City of .Augusta—Voy. 2085.” This meant that the 
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steamship “City of Augusta” had made nearly twenty- 
one hundred voOyages between New York or Boston and 
Savannah. We read of trans-Atlantic voyagers, and steam: 
ers celebrating their one-thousandth voyage with feast- 
ing and song, but here is a fine, sturdy American ship 
which modestly performs twenty-one hundred voyages 
without comment. “It is all in the day’s work.” 

Looking back over the history of this ship, the 
writer recalls that she came out in.1882; so, for thirty- 
three years, in fair or foul weather, she served her 
owners, and, through them, thousands of passengers and 
shippers. 

She was built by John Roach & Son, at Chester, 
Pa., and represents in her design, construction and 
equipment the sturdy, honest principles of her builders 
—every rivet firm, every bearing true and every valve 
tight. Assuming that 5 per cent of her cost were writ- 
ten off annually, she would have a credit of 165 per 
cent, and is. still a good ship. Back of that, however, 
is a record of management distinguished for ability, 
efficiency and conservatism. 

It is recalled that at the time this ship came out 
the South was just emerging into the bright light of 
better days. Standard time, standard gauge and air- 
brake equipment had not been perfected. “Through bills 
of lading” and “through rates’ were prominent features 
of advertising of the carriers. Regulation by state 
commissions was an untried experiment which seemed 
fraught with danger and regarded with apprehension. 
The managing and traffic officials of many of the south- 
ern lines were veterans of the Confederacy, who ac- 
cepted the arbitrament of the war, laid aside their guns 
and devoted themselves to the upbuilding of the coun- 
try. The problems they and their fellow citizens solved, 
how well they builded and the record of their achieve- 
ments endure in the fine cities and well-ordered com- 
munities of our southern states. 

One of these gentlemen was a graduate of West 
Point, and during the war chief staff officer of one of 
the leading generals of the Confederacy. In after years, 
at frequent intervals, he would visit the military acad- 
emy, an honored guest, treated with that fine courtesy 
which characterizes an “officer and a gentleman.” Here 
he renewed and strengthened his allegiance; here he 
felt again the influence of those elements of character, 
“virtue, honor, patriotism and subordination,’ which are 
the foundation of military training, and which inspire 


worthy achievements. 


“You may break, you may shatter, the vase if you will, 
But the scent of the rose will cling to it still.” 


And, should it be asked whether we can build good 
ships, and whether we can manage them, the answer 
will be found in the record of the “City of Augusta,” 
and others, built twenty-five years and thirty years ago, 
and still serviceable: 

“City of Augusta—Voy. 2,085.” 
J. D. Hashagen. 

Boston, Mass., Aug. 19, 1915. 


SPARTANBURG FREIGHT FACILITIES 
Southern Railway has awarded a contract for the con- 
struction of new freight station facilities at Spartanburg, 
S. C., to consist of a one-story inbound freight house 
40x250 feet, with two-story office section, the building to 
be constructed of brick with concrete floor and fireproof 
roof, and to be equipped with rolling steel doors, and a 
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modern one-story outbound freight house 22x250 feet, with 
concrete floor and base, frame construction and fireproof 
roof. The terminal will also include four house tracks, 
with a capacity of 32 cars, and four team tracks with a 
capacity of 29 cars. Teamways serving both warehouses 


and the team tracks will be paved with vitrified brick. A 


20-ton Pillar crane will also be provided for the handling 
of heavy freight. 


SHIPPING SUGGESTIONS FOR CENTRAL 
AMERICA 


(Consul E. M. Lawton, Tegucigalpa, Honduras, June 5, in ‘‘Com- 
merce Reports.’’) 


Interviews with importers in this market suggest a 
few ideas which may ‘be of practical use to American 
exporters, 

Bale Shipments. 


Manufacturers of textiles in the United States now 
usually supply the odd widths and lengths of cottons 
which formerly they did not care to furnish. Packing 
of such goods has been much improved as well. Atten- 
tion is called to the practice of some shippers who bind 
their bales with ropes. Such bales invariably come in 
bad condition, as the sailors evidently appropriate the 
ropes for trousers supports or other use. The packing 
most appreciated by merchants here is with straps of 
painted iron or steel, at least one and one-quarters 
inches wide and not over eight inches apart. Such 
straps are readily sold to blacksmiths for more than 
their original cost. Galvanized straps are worthless as 


scrap. Narrower straps are liable to cut into the goods. 
For these tropical countries, where there is great 
humidity at times, care should be taken to have plenty 


of oiled or heavy manila paper between the goods and 
the outside covering. The writer has seen a shipment 
where in one bale rust marks show on the edges of the 
folds of all the bolts. The entire bale was ruined. 


Box Shipments. 

Complaints have been received that American ex- 
porters do not always use the proper judgment about 
the weight of boxes for shipment. Where the importer 
is paying 15 to 25 cents per pound gross weight in 
American currency for duties, port charges and inland 
freight, this is an important item. An average size of 
American and European boxes of the same cubic con- 
tents shows 12 pounds more weight for the former, and 
the latter if anything the stronger box. 

The wood used for the European box seems to be 
lighter and tougher, and if of three-quarters inch or 
less in thickness has well-placed battens on the sides or 
ends. A comparison was made on shipments of beer 
received here, where boxes containing five dozen half- 
bottles of American beer weighed more than the full 
case containing five and one-half dozen of the same 
size German beer. 

Marine Measurements. 

Shipping agents should not accept marine measure- 
ments of freight dimensions without verifying same. A 
local wholesale dry goods firm allege that they have had 
to pay in the aggregate a considerable sum in excess 
of what should have been collected for freight where 
charged on cubic dimensions, because measurements of 
supercargoes were accepted without question. 


Insurance and Losses. 


Packages are frequently opened and robbed en route. 
Transshipment across the Panama Isthmus receives 
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credit for the most of this. Possibly through shipments 
via the canal will correct this. Only the best quality 
of goods are usually taken. Bottled liquors are most 
frequently robbed. Perhaps only a bottle or two is 
taken from a case, but because of the vacant space the 
other bottles are soon broken. Very often a whisky 
case will arrive here with nothing in it but broken 
glass. Packages of fine shoe leather, although covered 
with heavy wire mesh, frequently have part of the con- 
tents missing. A recent shipment of umbrellas had 
seven removed, and claims against steamship companies 
require from one to two years to effect settlement, so 
that insurance against theft is desirable. A necessary 
point in this connection is to have shipments insured 
to destination and not merely to the Honduras seaport. 

Under ordinary conditions the time of ocean transit, 
even via the canal, is much less than the time to get 
the shipment from the port to this city. And at present, 
due to abnormal conditions of drought and a conse- 
quent scarcity of animals for freighting, there are thou- 
sands of cases of goods for this city which have been 
in the port two months or more without getting any 
further. 

Bills of Exchange. 
imports double the amounts of the ex- 
ports. It is sometimes difficult to secure drafts or bills 
of exchange, so that merchants frequently purchase 
drafts on banks in western cities to pay accounts in 
New York and have to suffer a considerable loss in 
exchange. It might not be unworthy the consideration 
of the Clearing House Association of a less onerous or 
a preferential charge on those drafts sent in payment of 
foreign exports. 

Size and Weight of Packages. 

This city is the distributing center for other towns 
which can only be reached by mule-back transportation. 
It is always desirable, unless specifically ordered, to 
have the packages as large as possible, in order to 
avoid duty on excessive tare weight, but, on the other 
hand, as 250 pounds is considered the top weight for a 
mule load, where the weight of packages naturally di- 
vides around 125 pounds, it is well not to exceed that 
weight as being most convenient for mule back. The 
large and heavier packages are brought to this city by 
cart and then divided if distributed elsewhere. Again, 
very small packages should be avoided not only for the 
surplus weight but because there are certain fixed port 
charges per package, irrespective of weight. 

Parcel Post. 

A large amount of imports are received by post, as 
inland freight and other charges (besides ocean freight 
are thereby avoided, which at present amount to 3 or 4 
cents per pound. There is much room for improvement 
in the packing of postal parcels. Pasteboard boxes are 
no special protection, as they invariably come crushed. 
It is better to roll tightly in the smallest parcel pos- 
sible, with the least possible excess weight, where the 
nature of the goods will at all permit. 

General Shipping Conditions. 

It must not be inferred that Honduras importers in 
general are complaining of American shipping methods. 
The foregoing is prepared after an interview with 
dozens of merchants in a frank endeavor to find out 
what, if any, are the points of possible improvement. 
The above suggestions or complaints are not applicable 
to all exporters. American shipping methods are im- 
proving daily, and Honduras. importers are quick t9? 
recognize it. 


Honduras 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 








C. & O. COAL PIER AT NEWPORT NEWS 





> 

The Chesapeake & Ohio Railway Co. has completed 
and put into operation at Newport News, Va. (its deep- 
water terminus on Hampton Roads), what it asserts is 
the most up-to-date coal pier of the age. This is Coal 
Pier No. 9. Its length is 1,200 feet, height 90 feet, 
width 67 feet. Its loading capacity is 3,000 tons an 
hour, or 72,000 tons for twenty-four hours. 

There are thirty-three pockets on each side of the 
pier, with a capacity of one hundred tons each, making 
the total holding capacity sixty-six hundred tons. Coal 
from these pockets is run through vertical chutes to 
adjustable spouts leading to vessels’ hatches, the stor- 
age capacity of 
sixty-six hundred 
tons insuring no 
interruption in 
loading once a 
vessel is berthed 
at the pier. The 
length of the pier 
permits the berth- 
ing of four of the 
largest sea-going 
steamships and six 
of the ordinary 
coastwise steam- 
ships. 

The construc- 
tion is all steel, 
on concrete piles 
laid in circular 
casings thirty feet 
in diameter. The 
average depth of 
water is thirty 
feet at low tide. 

Coal from the 
West Virginia coal 
fields on the 
Chesapeake & Ohio Railway is brought in railroad cars 
to the terminal yards at Newport News, from which 
yard the cars move by gravity to the “mule car pit.” 
The operation from the time the road car reaches the 
“mule car pit” is entirely electric. The road cars are 
placed by locomotives in the pier yard; from that yard 
cars are handled by gravity to the “mule car pit,” from 
which point they are pushed up by the “mule car” to 
the dumper, where the road car is inverted and coal 
dumped into a pier car of one hundred tons capacity. 
This car, propelled by electricity, moves over automatic 
scales—weighed while in motion—to the elevator, where 
it is elevated and run out on pier, and by the motor- 
man dumped instantly into the chutes of vessels. The 
maximum time from the “mule car pit” to vessel’s 
hold is two minutes. As each road car is pushed up 


to the dumper it strikes the empty car which has been 
dumped, and it moves back into the yard by gravity. 


Device or Method Mentioned in This Department 





NEW C. & O. COAL PIER AT NEWPORT NEWS. 





This pier is double, with two dumping machines, 
two scales, two elevators, and each side operates inde- 
pendently. 

The largest day’s dumping, so far, over this pier 
was June 28, 1915, six hundred and fifty-one cars, thirty- 
five thousand six hundred and seventy-five tons. 





CLAIM PREVENTION ON THE ST. L. & S.F. 


Much favorable comment has been caused by the 
showing of the St. Louis & San Francisco Railroad for 
the fiscal year ending June 30, 1915, in the reduction 
of freight loss and damage claims filed and the conse- 
quent reduction in freight claim payments. The result 
was brought about 
chiefly by a cam- 
paign conducted 
along educational 
lines. 

While the Frisco 
has for several 
years specialized 
in the direction of 
safeguarding 
freight so as to re- 
duce causes lead- 
ing to - loss and 
damage; it was not 
until: the last year 
that full benefit 
was derived from 
the-many schemes 
and plans inaugu- 
rated, the most 
effective of which 
was the organizing, 
starting in June, 
1914, on every di- 
vision and at every 
terminal—ten divi- 
sions and _ four 
terminals—a freight claim preventive committee com- 
posed of members of the various crafts who have to 
do with the handling of freight, of which the superin- 
tendent or superintendent of terminals was chairman. 
For instance, a terminal committee included the follow- 
ing: Superintendent of terminal, agent, general fore- 
man motive power department, general foreman car de- 
partment, platform clerk, receiving clerk, yard master, 
day switchman, night switchman, day engine foreman, 
car inspector and yard engineer. In addition to the 
14 terminal and division committees there was a central 
claim preventive committee composed of general officials. 

The members of the committees served for a period 
of one year, and meetings were held every 30 days. The 
prime object of the committees was to seek for the 
causes of claims and devise ways and means for cor- 
recting same. 

Employes had postal cards on which to make sug- 
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gestions or to report conditions that were wrong, the 
cards being mailed to the chairman of the committees 
under whose supervision the employe was.- During the 
year several thousand postal cards were turned in by 
employes. The theory that better transportation means 
less claims was continually preached to all employes. 


Committees Ride Trains. 


Local freight trains were ridden by the committees 
and conditions at stations and the freight handling 
checked up. In this way the entire system was cov- 
ered and the employes brought more closely in touch 
with claim prevention. The committees devoted con- 
siderable time to going over postal cards received from 
employes during the business sessions of their meetings. 
In the evening a general meeting would be held attended 
by all employes. The total attendance for the year was 
18,214. 

In addition to the meetings there was sent out from 
the office of superintendent freight loss and damage 
claims, statistics compiled in an attractive way, show- 
ing what was being paid out in claims, the causes, etc. 
Freight claim prevention was advertised heavily, large 
_ Signs bearing inscriptions such as “Prevent Loss and 
Damage to Freight and Avoid Claims” were erected at ter- 
minals, stations and other points. G. E. Whitelam, Supt. F. 
L. and D. Claims, originated numerous novel schemes for 
presenting the cause of claim prevention before the 
employes, and the results proved that it pays to adver- 
tise. An intense interest in the campaign has success- 
fully been maintained; the following will serve as an 
illustration of some of the statistics that were issued: 
Freight Loss and Damage Claim Payments Fiscal Year 


1913-1914, Averaged by Month, Day, Hour 
and Minute. 


TOM, ccickweaks iste orate conn mente wed $482,038.79 
I aS wii vin dss wee eae akcaaidane maa 40,169.89 
Be fhe « ody 4 eee eee enna als oats 1,565.06 
I ic 2. oss mains 0 hale ok ne eek soe 156.01 
I isis a: ac wap ww wens Mince ee a a ae 2.61 


In this connection it is interesting to note figures 
similar to those shown above, covering the fiscal year 
ending June 30, 1915: 


Ny ae ick cues. dd ie ah eae ee eee ee $277,801.12 
I oii Rite inns nto abine ain ead Hee e els 23,150.09 
DD, aims ch DAES 6 aie ead a des We ndigee ews 901.95 
EE ES pe ENE ee TOT E 90.19 
SEALS, REN Re NY PE aR Te, 1.51 


Reminders and rubber stamps bearing inscriptions 
pertinent to the work were furnished. Some of the 
stamps read: 

“Remember the A, B, 
ways be careful.” 

“Claim Prevention means that our patrons will re- 
ceive a large percentage of freight without loss or 
damage.” 

“Don’t talk war—talk Claim Prev2ntion.” 

“Careful marking and packing of freight will pre- 
vent its becoming lost or damaged.” 

“What have you done to help prevent loss and dam- 
age to freight? As an employe of the Frisco you are 
surely interested in preventing claims. Think it over.” 


C of Claim Prevention—al- 


Claim Prevention Days. 

Another scheme that served to enlist the enthusiasm 
of the employes was the setting aside of certain days as 
special claim prevention days. Record was kept of the 
errors and claims resulting from mishandling of freight 
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on those days, and everyone was thoroughly informed 
through the medium of circulars. 

The Frisco plan, aside from contemplating the sav- 
ing to its revenue by reducing claims, takes into con- 
sideration that first-class service in freight handling 
makes friends and patrons for the road. Occasionally 
circulars are issued to patrons calling attention to the 
System and the different lines of the work that are 
specialized on. 

In order that one may readily understand what has 
been accomplished, the following figures have been fur- 
nished for the last two fiscal years showing the number 
of claims filed with the Frisco: 


Claims. 
Waweme weew SCPC ISIS... ooo ccc ccwosccwcs 52,005 
WU WONG TORR TOG: os oo oe Fe ikea ee waecsig 64,468 


Decrease 1914-1915 under 1913-1914, 12,463, or 19.3 
per cent. 

Also the following covering freight claim payments, 
gross freight revenue, ete., for the fiscal years 1914-1915 
and 1913-1914: 


Claim pay- 
ments per Per cent 


Gross $1,000 gross’ of gross 








freight Claim freight freight 

Year. revenue. payments. revenue. revenue. 
191$-"15 $28,182,181.67 $277,801.12 $ 9.86 .99 
1913-14 28,654,454.10 482,038.79 16.82 1.68 
Decrease..$ 472,272.43 $204,237.67 $ 6.96 .69 


Per cent of 
» decrease.. a. 42.4 41.4 41.1 


HANDLING BULKY SHIPMENTS 


(Wells Fargo Messenger.) 

The traffic department advises that attention has 
recently been directed to a number of shipments which 
were accepted by employes of this company as less-than- 
carload shipments, but which, because of their size, 
could not be handled to destination in the regular equip- 
ment. 

In one instance a western office of this company 
accepted a boat 63 feet in length and destined to an 
office of a: connecting express company in the East. No 
investigation was made by the forwarding office to de- 
termine whether or not the shipment could be handled 
through to destination, and as a result it was refused 
by the connecting carrier at the transfer point, because 
it could not be loaded in a side-door car, and no end- 
door car was available. The boat in question was a 
racing shell, which had to be at destination upon a cer- 
tain date for use in a college regatta. Fortunately our 
officials at transfer point were enabled to charter space 
on a steamer, and succeeded in effecting delivery, 
although at considerable expense. 





In another instance one of our eastern terminals 
accepted an aeroplane destined to a point on a branch 
line railroad in the southwestern part of the country. 
It was an easy matter to handle the shipment in the 
end-door car used from the terminal, but upon arrival 
at the branch line junction it was found impossible to 
transfer the machine into the regular equipment operat- 
ing on that line, and it was nessary to dispatch a 
special car through to destination to handle this one 
article. 

The lack of precaution in this respect is especially 
evident at the large or terminal offices, and employes 
at these points should bear in mind that the special 
equipment available at such offices is not in all instances 
available for service through to destination. It should 
be definitely determined before accepting shipments of 
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this character whether or not they can be handled 
through to destination without the employment of spe- 
cial equipment, 

Rule 18 (a) of the classification governing this mat- 
ter reads as follows: 

“Property which, by reason of its great bulk, length 
or weight, cannot be loaded or carried in the ordinary 
express car, and for which a special car must be pro- 
vided, must not be accepted for shipment until the di- 
mensions, the weight and a complete description of the 
property have been reported to the superintendent, and 
arrangements have been made by him for handling and 
forwarding the shipment through to destination, if such 
arrangements can be made. Application for a special 
car for a less-than-carload shipment must be made by 
the shipper in writing.” 


IMPROPER PACKING FOR EXPORT 


(Vice-Consul Gustave J. Barrett, Shanghai, China, in Commerce 
Reports. ) 


Some unfavorable comment has arisen recently re- 
garding the improper methods employed in packing Ameri- 
can goods for export. This particularly applies to articles 
shipped by parcel post. In one particular instance, a pair 
of shoes had been ordered from a merchant in the United 
States, to be shipped by parcel post. These were packed 
in a cardboard box, which, upon arrival at Shanghai, had 
become so badly crushed and damaged that one of the 
shoes was projecting from the box. 

While the volume of this mail-order trade does not 
reach large proportions, still it would seem that a very sub- 
stantial business could be developed, provided American 
merchants exercised particular care in packing their goods 
for export. There are many people in China who would 
be glad to order articles from the United States, to be 
sent by parcel post, such as shoes, stockings, gloves, 
ties, handkerchiefs, and crush felt hats, if they could feel 
assured that the goods would be received in good con- 
dition. 


PROPOSED CHINESE STEAMSHIP LINE 


(Honolulu Star-Bulletin, June 28.) 

At least five modern steamers, equipped for pas- 
senger and cargo traffic, constructed along lines similar 
to the vessels now operated in the trans-Pacific service 
by ‘the Nippon Yusen Kaisha, designed to follow the 
semi-tropical route and make regular calls at Honolulu 
both outward and homeward, are assured and will go 
into commission within a year, says Fung Sui, the rep- 
resentative of a company of Chinese capitalists, who is 
on his way to the United States to close negotiations 
and place contracts for material leading to the early 
completion of the fleet of steamers. 

That the Chinese republic has guaranteed a gen- 
erous subsidy to the company now ready to operate 
freight and passenger carriers was admitted by the Chi- 
nese to-day. Much of the capital was subscribed in 
south and central China. The vessels will make Shang- 
hai a terminal port. The route may be extended to 
include a visit to Hongkong and possibly to Manila. 
They are expected to fly the Chinese flag, and will, with 
but few exceptions, carry an entire complement of 
Chinese as officers and crew. 

Two steamers are expected to enter the trade with- 
in a short time. It is possible that they may be pur- 
chased on the east coast in order to hasten the develop- 
ment of business which is believed to give promise of 
great expansion. 
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HELP FOR TRAFFIC MAN 
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This department is conducted by a traffic man of 
long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. No answers 
will be given by mail. 

Address ‘Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, Ill. 


TIMONIUM 
DULG UANIUALIT 





Loading Space in Box Cars 

Q.—Please see Rule 27 of the Official Classification, 
“The Premium and Deduction Scale,” on cars of certain 
lengths, and advise why this rule is not applied to ship- 
ments usually moved in refrigerator cars? 

A.—Rule 37 was designed, first, to provide a minimum 
on articles loaded in box cars having a loading capacity, 
when in a standard box car, of 24,000 pounds or less; sec- 
ond, to provide a minimum weight on light and bulky arti- 
cles which would permit free movement of such traffic; 
third, the increased minima in Rule 27 were predicated 
upon the loading space in box cars, and as the loading 
space in refrigerator cars is different, the ice bunkers 
taking up considerable space, the rule has not been ap- 
plied to such equipment. : 

Average Agreement 

Q.—I am unable to agree with the opinion expressed 
by you in the last paragraph of your answer to request for 
interpretation of Section A, Rule 9, National Code of 
Weighing Rules, published on page 422 of your issue of 
August 14, in which you say that “this rule applies re- 
gardless of whether the usual demurrage rules are used or 
whether the average agreement is taken advantage of.” 

In my opinion, the provision in Section A, Rule 9, 
that after the accrual of five days’ demurrage Sundays 
and holidays will not be excepted in computing subsequent 
demurrage, applies only in cases where the shipper or re- 
ceiver is a party to the average agreement. If it were 
the intention to not allow waiver of the demurrage for 
Sundays and holidays after the expiration of the first week 
I believe that a clause to this effect would be carried in 
Rule 3, “Computing Time,’ and in Rule 7, “Demurrage 
Charge.” 

I am quite certain that the statement made by you is 
not in accord with the general interpretation of the de- 
murrage rules. At least I am sure that this interpreta- 
tion has never been made by any line with whom we have 
had occasion to deal, in connection with claims covering 
demurrage charges, and I think we have handled claims of 
this character with practically every large railway system 
in the United States. 

Q. Referring to Traffic World, Volume 16, of Aug. 14, 
page 422, in connection with query concerning the average 
agreement, permit me to call your attention to erroneous 
statement in your reply. 

The average agreement, which is virtually a contract 
between the carrier and the patron, contains a specific 
provision that Sundays and holidays shall be charged for 
the same as other days after the expiration of a certain 
arbitrary period. The statement in the last paragraph of 
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your answer that “this rule (charge for Sundays or holi- 
days) applies regardless of whether the usual demurrage 
rules are used or whether the average agreement is taken 
advantage of,” is in error, as no cars handled under the 
usual or what are known as the straight demurrage rule 
can be charged for on Sundays or holidays under any con- 
ditions. 

A.—The average agreement, so-called, is one entered 
into between the carrier and shipper, and in Section A 
of Rule 9 specific provision is made that after the expira- 
tion of free time allowed as per Rule 7, the charge of $1 
per day or fraction of a day until car is released will be 
made for all subsequent detention, including Sundays and 
holidays. 

After the maximum of seven days has been used, the 
railroads are entitled to demurrage for every day that 
ear is held, including Sundays and holidays, and this is 
the general practice. 

As to the application of charge under the usual de- 
murrage rules, no account is paid at any time to Sundays 
and holidays in the computation of the charge. 


Detention of Refrigerator Cars 


Q.—The new demurrage rules effective June 30, 19135, 
are somewhat confusing when referring to refrigerator 
cars. Item No. 5, section B, rule No. 7, seems to be am- 
biguous. Rule No. 9 covering the average agreement pro- 
vides that the average detention shall be computed as per 
section A, B, C, and D. Section A provides that a debit 
of one day will be charged for each 24 hours car is de- 
tained beyond the free time, and that in no case will more 
than five days’ credit be applied in cancelation of debits 
accruing on any one car, but when a car has accrued five 
debits the charge provided for by rule No. 7 will be made 
for all subsequent detention. It would appear to us that 
the charge provided for by rule No. 7 will only apply after 
a car has accrued five debits and that section A of rule 9 
takes care of credits and debits under the average agree- 
ment up to five debits, and this rule does not differenti- 
ate between box cars and refrigerators. 

Will you kindly advise us as to what in your opinion 
is the proper charge to apply on a refrigerator car held 
for loading ten days in excess of the free time under the 
average agreement? 

A.—The above question can be best disposed of by 
answer to the following question, which seems to cover 
the point at issue: 

To what extent should credits earned be deducted 
from refrigerator cars carrying debits and the additional 
charges mentioned under Section B, Rule 7? 

The answer to this question is: It is the intention that 
on refrigerator cars held for loading or unloading under 
the average plan, demurrage will be computed on the fol- 
lowing basis: 

(a) First two days, free. 

(b) One debit for each succeeding five days (not 
including Sundays and holidays). See Note 1. 


(c) For the sixth and seventh day, $2 each in addi- 
tion to the straight debit. 

(d) For the eighth day, $3. 

(e) For the ninth and each succeeding day, $5 each. 


See Note 2. 

Note 1. The five days’ debit may be offset by credits 
earned on other cars. 

Note 2. On Sundays and legal holidays, which occur 


after car has accrued 5 debits, only $1 per car per day 
arbitrary is charged. 
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PERSONAL NOTES 


F. A. Moore, assistant general freight agent of the 





Fonda, Johnstown & Gloversville Railroad Co., was 
born in Redford, Clinton County, N. Y., Oct. 16, 1883. 
He took a position with his present company in the 
local freight office at Gloversville Nov. 2, 1902. After 


filling various positions in the local office he was trans- 
ferred July 1, 1907, to the position of chief clerk to M. 
F. Button, general freight agent, and received his 
pointment as assistant general freight agent July 19, 
1915. The Fonda, Johnstown & Gloversville Railroad, 
being one of the smaller lines, is at the same time one 
of the important short line roads in the East. The 
line serves the community in Fulton County, New York, 


ap- 





F. A. MOORE. 


including the cities of Johnstown and Gloversville, in 
which 75 per cent of the production of American-made 
gloves are manufactured. The manufacture of gloves 
also entails an extensive production of dressed leather, 
and as both these. commodities move largely in less- 
than-carload quantities, the 1. c. 1. traffic originating on 
this line runs into considerable volume and is widely 
solicited and much looked after by the trunk line repre- 
sentatives. 

William T. Price, traveling freight agent of the 
Union Pacific, with headquarters at Denver, Colo., has 
been appointed commercial agent at Pueblo, Colo. 

A. C. Littlejohn, traveling freight agent of the Queen 
& Crescent Despatch, has been appointed commercial 
agent, with headquarters at New Orleans, La., vice A. B. 
Collins, transferred. 

The New Haven Railroad Co. has appointed F. S. 
Davis general western freight and passenger agent to 
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represent the company, the Central New England Rail- 
way Co. and the New England Steamship Co., with 
headquarters at Pittsburgh, Pa. The office of chief of 
tariff bureau is abolished. ; 


B. L. Winchell, director of traffie of the Union 
Pacific system, announces the appointment of Frank 
Waterhouse as foreign freight agent of the system, with 
offices in Seattle, Wash. 


E. A. Murphy, assistant freight auditor of the Chi- 
cago, Milwaukee & St. Paul at Chicago, has ‘been ap- 
pointed freight auditor, and W. W. Scannell, chief clerk 
to the freight auditor, succeeds Mr. Murphy. Francis J. 
Owens, connected with the accounting department of the 
Chicago, Milwaukee & St. Paul, has been appointed 
auditor of the Chicago Union Station Co., and F. E. 
Allen, traveling accountant of the Chicago, Milwaukee 
& St. Paul at Chicago, has been appointed auditor of 
expenditure, vice C. E. Dudley, resigned. Mr. Dudley 
retires after 47 years of service. 


DOINGS OF THE TRAFFIC CLUBS 


In a pamphlet “explaining how business men may 
learn to get more business, save wasteful expenses and 
make greater profits,” the Traffic Club of the Cincinnati 
Chamber of Commerce says: 


“This is the age of intensive organization and 
specialization. The great mass of complex laws,. regu- 
lations and practices surrounding the transportation of 
thousands of commodities has produced a condition that 
makes it absolutely necessary for business men to have 
expert knowledge in coping with these new problems. 


“Whether or not you are a traffic man or ever ex- 
pect to be makes no difference. Every business man 
connected in any way, directly or indirectly, with the 
movement of freight should keep in touch with the con- 
stantly changing conditions in the traffic world. 

“In years gone by business men could, and often 
did, overlook many important details that are now con- 
sidered essential to success. To-day the business men 
who do not look carefully after the handling of their 
traffic are losing millions of dollars annually in over- 
charges, losses, damages, etc.” 

The program for the club’s next five meetings is as 
follows: 

September 
dle Freight.” 
Agent 


13:  Address—‘How the Railroads Han- 
Address—‘What the Commercial Freight 
Can Do for the Shipper.” Recent decisions of 


the Interstate Commerce Commission and the courts ex- 
plained by 


Traffic Manager Freer of the Chamber of 
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Commerce. Discussion of current events of interest to 
traffic men. Open Forum—Questions and problems pro- 
pounded by members answered by Traffic Manager 
Freer and others. 


October 11: Address—“Duties of the Shipper Under 
the Interstate Commerce Law.’ Address—‘Practical 
Use of Interstate Commerce Commission’s Conference 
Rulings.” Recent decisions of the Interstate Commerce 
Commission and the courts explained by Traffic Man- 
ager Freer of the Chamber of Commerce. Discussion 
of current events of interest to traffic men. Open 
Forum—Questions and problems propounded by members 
answered by Traffic Manager Freer and others. 


November 8: Address—“Shippers’ Analysis of a 
Railway Freight Tariff.” Address—“Importance of Freight 
Rates in Modern Business.” Recent decisions of the 
Interstate Commerce Commission and the courts ex- 
plained by Traffic Manager Freer of the Chamber of 
Commerce. Discussion of current events of interest to 
traffic men. Open Forum—dQuestions and problems pro- 
pounded by members answered by Traffic Manager Freer 
and others. 

December 13: Address—‘Presentation and Handling 
of Freight Claims.” Address—‘Simple Systems of Audit- 
ing Freight Accounts.” Recent decisions of the Interstate 
Commerce Commision and the courts explained by Traffic 
Manager Freer of the Chamber of Commerce. Discussion 
of current events of interest to traffic men. Open Forum 
Questions and problems propounded by members answered 
by Traffic Manager Freer and others. 

January 10: Address—“What the Shipper Should 
Know About Demurrage and Storage.” Address—“How 
the Railroads Handle O. S. & D. Freight and R. & U. 
Freight.” Recent decisions of the Interstate Commerce 
Commission and the courts explained by Traffic Manager 
Freer of the Chamber of Commerce. Discussion of cur- 
rent events of interest to traffic men. Open Forum— 
Questions and problems propounded by members an- 
swered by Traffic Manager Freer and others. 


GRAIN RESHIPPING RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Representatives of Chicago and Peoria grain interests 
and railroad trafiic managers appeared before the members 
of the suspension board Sept. 3 to argue as to whether the 
tariffs whereby the railroads propose to limit the applica- 
tion of reshipping rates on grain moving through Peoria 
from points in Illinois and certain points in Iowa shall be 
suspended. The limitations, if allowed to become effective, 








The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars 


Eastern Office: 
17 Battery Place 
New York 


Pacific Coast Office: 
24 California Street 
San Francisco 


Rebuild Old Tank Cars 


Plants at 
Warren, Ohio East Chicago, Ind. 
Sand Springs, Okla. 
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will work increases in the rates, hence the appeal of the 
grain men. 

Those who appeared were W. T. Corneilson for the 
Peoria Board of Trade; W. M. Hopkins of Chicago, in be- 
half of the Peoria people; Eugene Morris for C. F. A. 
lines; F. H. Manter for the Atchison; G. H. Crosby, freight 
traffic manager of the Burlington; M. A. Patteron of the 
Rock Island, and H. H. Bernstein, assistant inspector from 
the railroad inspection bureau, which has to do with the 
policing of rates. 

The situation as it is and as it will be if the limita- 
tions are allowed to go into effect was made up for pur- 
poses of illustration on grain moving from Meyers, IIl., via 
Peoria to the East. Jt now moves to Peoria on a local 
rate and to the East on a reshipping rate, from Peoria, of 
18.3 cents, a total of 21.3. There is a through rate from 
Meyers to the East of 23.8 cents, which will apply if the 
new tariffs become effective. 

The railroad men contended that the reshipping rates 
were put in to apply only on grain moving from points 
from which there are no through rates. The tariffs they 
have filed, it was said, are intended to make it clear that 
reshipping rates will apply only on grain coming from 
such points. If that rule were applied, grain from Meyers 
would move to the East on the through rates of 23.8 in- 
stead of on a combination of a three-cent local and the 18.3 
reshipping rate. 





NEW WELLAND SHIP CANAL 


Ont., 





(Consul James H. Goodier, Niagara Falls, 
“Commerce Reports.’’) 


Information covering the progress of the construc- 
tion on the new Welland Ship Canal to date has kindly 
been furnished by J. L. Weller. the engineer in charge 
of this great undertaking. Dividing the work into four 
sections, in submitting his data Mr. Weller has described 
the progress on each section separately. Referring to 
section No. 1, Mr. Weller says: 


June 10, in 


The new harbor at the Lake Ontario entrance to the canal 
is now well under way. The entrance channel is being formed 
by the construction of two earth embankments that will extend 
one and one-half miles into the lake; these embankments have 
now reached a point about 5,000 feet from the shore line and 
contain approximately 1,800,000 cubic yards of material. 

Fair progress is being made with dredging operations in the 
entrance channel, three dredges having been engaged at this 
work all last season, and the same number are at present em- 
ployed, but owing to the hard nature of the underlying mate- 
rial progress is necessarily slow. 

The reinforced concrete cribs that will form the sub- 
structure of the entrance piers at the end of the embankments 
are being built at Port Dalhousie, the entrance to the present 
canal, three miles west of Port Weller. These cribs are 110 
feet long, 38 feet wide and 34 feet high, and 53 of them will 
be required for the entrance piers and the docking in the 
harbor. One crib was constructed last season and three more 
have been completed so far this year. The contractors expect 
to build about eighteen of these cribs during the present 
season, 

The construction of the reinforced concrete retaining wall, 
which will extend along the west side of the harbor for 2,000 
feet, is nearing completion. The contractors are at present en- 
gaged in building the west lock wall of Lock No. 1, and con- 
creting on this structure has been rapid during the past few 
months. The standard lock wall is a mass concrete structure 
81 feet 6 inches in height and 46 feet wide at base. 

The dry excavation on section No. 1 is practically com- 
pleted, the material having all been disposed of in the east 
harbor fill. A good deal of the excavating plant has been 
rented to the contractors for section No. 2, who are disposing 
of their excavated material in the west harbor embankment, 
and a cross-over is at present being constructed to enable these 
contractors to dump on the east side of the harbor. 

The upper-entrance walls to Lock No. 1 will be built 
won a timber-pile foundation, the piles for which have all been 
driven. 


Breast Wall for Section 2. 
The work on section No. 2 during the present season, 


outside of ordinary dry excavation, has consisted of the 
construction of the breast wall at the head of Lock No. 2. 
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The pit for this wall was taken down 69 feet to rock, 
states Mr. Weller, who thus described the methods em- 
ployed: 

The method of excavation adopted was to drive steel shee 
piling to refusal and excavate material to the bottom of the 
piling, after which piling was redriven and the material ex- 
cavated to rock. Concreting on this wall is now up to ground 
level, and the remaining six feet will be completed soon. The 
upper entrance walls to Lock No. 2 will also be built on a pile 
foundation, the piling for which has been driven and the seat 
prepared, and concreting in the west-entrance wall is now 
under way. 

The contractors for this section have removed approxi- 
mately 2,500,000 cubic yards of earth excavation during the 
nast year. the bulk of it being disposed of in the harbor em- 
bankments, 

The next structure to be started will be the breast wall of 
Lock 3, and the method of construction will be similar to that 
employed at Lock No. 2. 

Some work has been done on the concrete protection ta 
banks, this consisting of a six-inch slab of concrete laid upon 
eight inches of broken stone and extending five feet below and 
five feet above the water line, the base of this concrete pro- 
tection resting on a five-foot berm in the canal bank. 


Section No. 3 comprises the flight locks Nos. 5 and 
6, in pairs, single Lock No. 7, and two diversions of the 
Grand Trunk Railway. These railway diversions have 
been completed and the contractors are making good prog- 
ress now with rock excavation on the site of the twin 
locks. This work involves the excavation of solid rock 
to a depth of approximately 80 feet for Twin Locks 4 
and 5 and single Lock No. 7. There are five steam shovels 
engaged in this work at present and a number of electric 
drilling machines, and material is being removed at the 
rate of about 75,000 cubic yards per month. 

Of the rock-crushing plant Mr. Weller says: 


All of the good rock excavated is being crushed for con- 
crete, the contractors having been obliged, under their agree- 
ment, to erect a rock-crushing plant with a capacity of 4,000 
tons per day. This plant has been in operation for some 
months, and stone for concrete is now being supplied to the 
contractors for sections Nos. 1 and 2. The dam at the heao 
of Lock No. 6 is progressing satisfactorily, two drag-line 
machines being engaged in rehandling material from storage 
piles, either side, into the dam, and the material is being com- 
pacted by steam rollers. The dam is now built up to a height 
of about fifteen feet above the natural ground level. The upper 
west entrance wall to Lock No. 6, which was started during 
the fall of 1914, has been completed. 

Pile driving is now being carried on for the east entrance 
wall of Lock 6, and concreting in this wall will be started 
within a short time. 


Section 4—Construction Railway. 

Work on section No. 4, which consists of widening 
and deepening the present canal, is progressing rapidly, 
five steam shovels being employed in the dry excavation 
to widen the present canal banks,and to June 1, 1,250,000 
cubic yards of material: have been removed and disposed 
of on the low land to the west of the present canal. No 
further sections have been placed under contract to date. 

A construction railway to haul excavated material to 
the dump in the lake and crushed. store from the crush- 
ing plant on section 3 is completed with interlocking 
and block signal system, telephone dispatching, etc., and 
is being operated at present to almost its full capacity. 

Mr. Weller believes the $50,000,000 waterway will be 
ready to open in 1918. While the war has had the effect 
of delaying the letting of some of the contracts, in other 
particulars the progress made so far is entirely satisfac- 
tory to him. It is believed that by the end of this year 
the new canal will have begun to assume a shape that will 
mean something to the layman not versed in engineering 
work. 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 
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AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but their 
names are on tariffs ten or more years old, and they have 
filed no tariffs in recent years. 

Allen, S. A., Cent. States Desp.-Continental Line, Cincin- 

nati, O. 

Allen, W. P., Pacific N. W. Demurrage Bu., Seattle, Wash. 
Anderson, Frank, Memphis Tariff Committee, Memphis, 

Tenn. 

Anderson, J. C., Ontario Central Desp. F. F. Lines, New 

York, N. Y. 

Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, etc., New York, 
mY. 

Behrman, M., New Orleans Public Belt R. R. Co., New 

Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 
Boyd, E. B., Western Trunk Line Committee, Chicago, III. 
Boyd, E. B., Illinois Frt. Com., Chicago, IIl. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, Ill. 
Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 
Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stocker, 

Chicago, Il. 

Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 

Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 


Cameron, Wm., St. Louis-Cincinnati-Louisville Frt, Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Campbell, R. A., Asheville Line Route, St. Louis, Mo. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. M., Official Classification Com., New York, N. Y. 

Conrad, G. P., Ry. Equipment & Register, New York, N. Y. 

Cottrell, J. J., Va. Lines Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinentl Frt. Bureau, Chicago, Il. 

Crawford, John H., Lake Shore-Lackawanna F. F. Lines, 
New York, N. Y. 

Crawford, John H., Mich. Cent.-Lackawanna F. F. Line, 
New York, N. Y. 

Crawford, John H., Wabash-Lackawnna F. F. Line, New 
York, N. -Y. 

Crow, W. R., Erie Despatch, Chicago, III. 

Davis, F. S., New England Lines, agent, Boston, Mass. 

Davis, F. S., Canadian Pacific Despatch, Boston, Mass. 

Davis, F.. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudley, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, III. 
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LA SALLE 


EVENING CLASSES 





Convenient Down-Town Location 


euceuesnacensnsvenccsucaccageceaceseeseecnecensesencoessensecteceenecnesceoceoneseecenvencesonsieoneconcese@lonsceceevencevaeoteceenanneanseueneeaenenteantiinnen renee 


SCHOOL of TRAFFIC and COMMERCE 


Faculty of expert railroad and industrial 
traffic men. 


Freight Classification, 

Freight Rates, 

Publication and Filing of Tariffs, 

Railway Organization, 

Accounting and Statistics, 

Decisions of Interstate Commerce 
Commission, 

Law of Carriers. 

Preparing for positions requiring knowl- 
edge of traffic management and 
Interstate Commerce. 


Phone, call or write for detailed 
information. 








La Salle Extension University 


2550 South Michigan Avenue 


Department 834 
Chicago, Illinois 





To The Advertising Manager 


In modern business the sales manager and the 
advertising manager have taken their places in the 
front rank of any business organization. 


The price of any commodity depends largely 
upon competition and the ability to sell success- 
fully upon a large scale; the manufacturer’s or- 
ganization must know its competition thoroughly. 
Almost always there is some territory where a 
particular manufacturer has an advantage over all 
or most of his competitors by virtue of his geo- 
graphical location. 


It is well known that millions of dollars are 
wasted annually in advertising in territory where 
it is discovered later a competitor had you shut out 
by more favorable freight rates, or where your own 
rates were prohibitive. 


Thus has many a splendidly planned and executed 
advertising campaign been launched in territory 
that could not possibly have been reached on ac- 
count of the freight rates. 


“WESTERN FREIGHT SERVICE” can accurately 
map this territory for you—and enable you to con- 
centrate your advertising where it will be most 
effective. Write and ask. 


Western Freight Traffic Association 


924-925-926 KARPEN BLDG. 
CHICAGO 


Not an Auditing Bureau 
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Fyfe, R. C., Western Classification Com., Chicago, Ill. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, III. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt 
Lake City, Utah. 

iriffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Griffin, C. H., Local Utah Ry. Assn., Salt Lake City, Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
me. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 

Haskell, J. C., Southeastern Demurrage Bureau, Atlanta, 
Ga. 

Hinton, E. H., Southeastern Freight Assn., Atlanta, Ga. 

Hoskins, N. S., New Orleans Car Service Rules, New 
Orleans, La. 

Howe, Carl, New York Central F. I’. Lines, Buffalo, N. Y. 

Howe, Carl, Merchants Despatch, Buffalo, N. Y. 

Hunter, F. A., Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, JIl. 

Maxwell, E. S., Michigan Car Demurrage Bureau, Detroit, 
Mich. _ . 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, III. 

Morris, Eugene, Central Freight Association, Chicago, IU. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 
cisco, Cal. 

Mote, E. E., Pacific Car Demurrage Bureau, San Fran- 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Parker, T. W., Texas Coal Tariff, St. Louis, Mo. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Pontius, F. A., Chicago Demurrage Bureau, Chicago, [IIl. 

Poteet, W. A., Trans-Missouri Frt. Bureau, Kansas City, 
Mo. 

Powe, W. R., Mississippi Classification, Atlanta, Ga. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Powe, W. R., North Carolina Classification, Atlanta, Ga. 

Prall, W. M., Pittsburgh Car Service Assn., Pittsburgh, Pa. 

Raine, Geo. R., Southern Car Service Assn., New Orleans, 
La. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Rotchford, M. W., Ill. & Ia. Car Service Bureau, Peoria, III. 

Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York, 
N.Y. 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberg, F. E., Star Union Line, Pittsburgh, Pa. 

Souders, L. M., Empire Line, Chicago, III. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
| af 

Talbot, J. S., Assn. of Lake Lines, Buffalo, N. Y. 

Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 
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Washburn; M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J.. Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


COMMERCE REPORTS 


Shipping Increase Through Tampico. 


(Vice-Consul Thomas H. Tampico, Mex., July 27.) 
Since the passage of the act of Aug. 18, 1914, entitling 
foreign-built vessels owned by American capital to obtain 
American registry, there has been a great increase in 
the American shipping through this port. The Standard 
Oil Co. of New Jersey has recently placed 16 of its Ger- 
man oil-carrying steamers engaged in the Tampico trade 
under the American flag; the Petroleum Transport Co. 
has placed its 6 big British-built tankers under the Ameri- 
can flag; and the ‘Texas Oil Co. has also changed the flags 
of 4 barges and 1 tanker from the Belgian to the Ameri- 
ean flag. Several other companies have purchased for- 
eign-built ships and placed them under the American flag. 


The Freeport & Tampico Fuel Oil Transportation Co. 


POSITIONS WANTED OR OPEN 


Bevan, 





GOOD MEN ARE ALWAYS IN DEMAND, AND THE 


Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 
THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


WANTED—Position as INDUSTRIAL TRAFFIC MAN- 
AGER. 
industrial bookkeeper and five years assistant traffic man- 
ager, with firm having factories throughout the United 
States. 
familiar with rate situation throughout the country, in- 
cluding water transportation. Personal reasons for wish- 
ing new position. 
C. 43, The Traffic World, Chicago. 


TRANSPORTATION ATTORNEY, RATE, CLAIM 
AND TRAFFIC EXPERT (formerly with the I. C. C.), 
located in New York City, is in position to handle a few 
additional traffic accounts on moderate salary basis. 
Have over twelve years’ experience in all branches of 
traffic work; own office, tariff files, etc. Can conduct 
cases before Commission. All replies confidential. Ad- 
dress Traffic Expert, Box 66, Traffic World, Chicago, Il. 


RCo ERT RRS ONRINEU SINS TEES. IPI REAT SR EEN OS URE  AR SE a  IT aSETEN ATRTRIE 
TRAFFIC MAN—Young, ambitious, familiar with rate 


situation, both rail and water, I. C. C.-rulings and all other | 


traffic details. Now assistant traffic manager large firm 
having plants throughout the United States. Seven years’ 
railroad experience. Will consider position as INDUS- 
TRIAL TRAFFIC MANAGER, eastern location preferred. 
A-1 references. Z 94, The Traffic World, Chicago. 


WANTED—Position by traffic man with thirty years’ 
experience in various departments railroad work; for 
several years traffic manager Chamber of Commerce; 
has handled many cases before State and Interstate 
Commissions; familiar with ocean traffic; highest refer- 
ences. H. X. 27, The Traffic World, Chicago. 


Experience, 10 years railway traffic, five years | 


Familiar with I. C. C. and court decisions; also | 


Salary moderate, pending results. N. | 


Septe! 
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Heavy 
Duty Electrics 


“General V ehicle’’—of course 


Heavy duty G. V. Trucks are used 
in over 90 lines of business. Some 


cover 60 miles perday,some but 12 
miles. They pay on the longercity runs and 
they pay alsointhe mill yard where the hauls 
are not over 100 yards each. Adapting 
trucks to the individual needs of the user comes 
only through long experience. “Over 5,000 
G. V. Electrics in service’ explains why we 
seldom fail. 


The Electric truck is not a competitor of the © 


gasoline truck. Each has its economic field 
—the Electric for short haul frequent stop 
work, the gasoline truck for the long hauls 
with few stops. 


In the city where heavy loads and frequent 
stops must contend with street congestion 
and waits at warehouses and terminals, the 
Electric is by far the most efficient, satis- 
factory and economical truck. Let us prove 
this to you. 


Catalogue on request. 


General Vehicle Company, Inc. 


Long Island City, N.Y. 
S New York, Chicago, Boston, Philadelphia © 


Copyright, 1915 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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purchased the old Dutch tanker La Hesbayne, and the 
Pierce Navigation Co. purchased the Harry Wadsworth, 
and put them under the American flag for the Mexican 
trade. 

Several of the other American companies owning 
tankers under the British flag are waiting to see the re- 
sults of the new shipping bill before changing over*to the 
American flag. The New York & Cuba Mail Steamship 
Co. has placed the American flag on all of its cargo- 
carrying steamers that formerly flew the Cuban flag. 

All these ships have been running regularly to Tam- 
pico for a number of years. The following statistics 
show the great increase in American shipping through 
this port during the past two years. During the fiscal year 
1910-1911 only 50 American ships entered and cleared 
from the port of Tampico; during 1911-1912 this number 
was increased to 78; during 1912-1913 it went to 173. This 
increase was caused by the scarcity of foreign oil ships, 
which compelled the American oil companies to take the 
American-built ships from the coastwise trade and put 
them in the Mexican trade. During the year 1913-1914 
the number dropped back to 144, with a tonnage amount- 
ing to 216,489 tons. This drop was due to the unsettled 
political conditions in Mexico and the high freight rates 
caused by the European war, which diverted a number of 
oil ships’ from this trade. 

During the past fiscal year (1914-1915) 393 American 
ships, with a tonnage amounting to 1,151,969 tons, entered 
and cleared from this port. As the effects of the new 
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shipping bill were not felt until the latter part of the 
year, it is probable that over 500 American ships will ca}! 
here during the present fiscal year. The Petroleum Trans- 
port Co., a subsidiary of the Huasteca Petroleum Co., has 
just contracted for building three additional tank steam- 
ers of 55,000, 70,000 and 90,000 barrels carrying capacity, 
respectively. These ships are being built by the Harlan 
& Hollingsworth Co., William Cramp & Sons and the 
New York Ship Building Co., and are being constructed in 
American yards, so that they will be able to engage in 
the coastwise trade, a privilege which its other tank 
steamers do not have, owing to the fact that they were 
built in foreign yards. 


Freight Rates on Tanning Materials. 
(Consul-General John H. Snodgrass, Moscow, July 8.) 
In accordance with the resolution of the tariff com- 
mittee, a reduced freight rate went into effect from July 
1, 1915, on shipments of tanning materials from Vladivo- 
stok to railway stations west of Omsk. This reduced 
rate is to be applied to shipments of mimosa bark and 
quebracho wood. In the direct Russian-Chinese transit 
route the rate will be calculated on the entire dis- 
tance. For shipments per pood the rate will be 1-18 
to 1-30 of 1 kopeck for each pood and verst ($0.027 to 
$0.016 per long ton per mile). For shipments in carloads 
the rate will be 1-24 to 1-65 of 1 kopeck per pood and 
verst ($0.02 to $0.007 per long ton per mile). 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Gustom House Brokers, Ete. 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPHCIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - = NEBRASKA. 


Fort Worth Warehouse & Transfer Co., Inc. 
FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Pald. 
ABSOLUTELY FIREPROOF WARBHOUSD 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 


Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 
. 520-532 LAFAYETTH BLVD. 
DETROIT, MICH. 
mw fireproof warehouses on tracks of principal rail- 


s. The only two fireproof warehouses on e river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of materiai 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to al) 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, stoms Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London. 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 


Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPHCIALTY. 
WH STORE, PACK AND SHIP HOUSEHOLD GOODS. 


ST. JOSEPH TRANSFER CO. 
« PONY EXPRESS” 
ST. JOSEPH . : - MO. 
MERCHANDISD STORAGE WAREHOUSE. 


CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 


CHICAGO— 


Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck délivery in Minneapolis and St. Paul 


Judson Freight Forwarding Co., Inc. 


CHICAGO - 443 Marquette Building 
ST. LOUIS - 1501 Wright Building 


DOMESTIC SHIPPERS OF HOUSEHOLD GOODS, 
AUTOMOBILES AND MACHINERY. 


Import and Export Shipping to all Parts of the World 








Terminal Transfer & Storage Company, Inc. 
U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributers of Carload freight. 
Modern Storage Warehouses with track connections. 





FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 








D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 
TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With-All Railroads. Fireproof Storage, 
Sprinkler System. 





Central Warehouse & Transfer Co. 
SPRINGFIELD, MASS. 
Office: 315 Bridge St. 
TRANSFERRING. 


General Storage, Furniture Storage, Etc., with a New 
England Distributing Agency Department. 





Established 1890. From long and practical experience 
we know your needs. Write for Information. 


Witkin Trucking Company 
Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 
“HH SERVES BEST WHO SERVES WELL” 





Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 
Jos. Stockton Transfer Co. 


6386 The Rookery Buliding 


Yeaming of Every Description—City Delivery Service 
and Carioad Distributors. 


Buffalo Storage-& Carting Co. 


BUFFALO, N. Y. 
850-356 Seneca St. ‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehotse Co., Inc- 
LOUISVILLE, KY. 


Import and export freight contractors, transfer ané 
reshipping «agents, custom house brokers. Bonded and 
free warehouses, 





PITTTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 


Storage—Forwarding 


Trackage Connection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPBIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
E in. giving Best Warehouse Service 


SCOTT, FAPER CO. WAREHOUSE 
CLEMENTS, Manager : 
Very low insurance. 





Trackage, INE ny a cars a day. 


The Benedict Warehouse & Transier Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENBRAL 
WAREHOUSING. 





Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 
EIGHT AND ae ay ACRES FLOOR SPACE 


CE RATB 2 Cc 
TRACKAGE werig 10 CARS. THAMING 


AUTO SERVIC 





Savannah Bonded Warehouse & Transfer Co. 


VANNAH, ae 
s12- 214.916, Williamson St. P. Box 965 
mag STORAGE—RB-CONSIGNING—D) - 
ING— tie Be Ouein MPT AND 
SERVICE—EXCEPTIONAL FA 


CUSTOM HOUSE BROKERS 
Track connections with all Railroads and TR Docks 





STORAGE IN CANADA‘! 
Hamilton Fireproof Warehouse 
Merchandise Free and in Bond. . for 
ture. WN T. J ) 
Furaiture QUE OWN CARTAGE CGarlonds distributed 


THOS. MYLES’ SONS, Ltd., HAMILTON, ONT. 
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of the Damage is Recoverable | 


if you have been injured through ~ 
violation of the Clayton Anti- 
trust Act and suits of this kind 
are already being entered. 


Keeping posted will therefore be 
essential and keeping posted will 
easy if you read — 





The September First number, Telling of the Federal 
Trade Commission’s Western trip, giving the details 
of the new task that has been assigned to that de- 
partment of the government and announcing the 
Co-operative plan finally agreed upon by the Indiana 
coal operators, would be a good one with which to 
start your subscription. = 


Federal Trade. Reporter is published sémi- 
monthly and costs but three dollars a year. 


SAMPLES FREE ON . 


— 


The Federal Trade Service Corporation 


. 418 South Market Street 
bee Chicago 


or a — 
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